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Learning from British Railways Civil Engineers 


Ts E work already carried out in recent years and in progress 
on British Railways in every sphere of civil engineering, 
including research, has been outstanding in originality and 
in the efficiency and ingenuity in application of newly evolved 
techniques and theories of proven value to practical problems. 
That much is clear from the accounts of new works and 
developments published in this journal. The interest which 
Teeent technical research work, and the facilities for research 
and methods of carrying out operations on site, have aroused 
on railways overseas is shown in the visit to Britain last week 
of a arty of civil engineers of the French National Railways. 
© iact that senior technical officers of the S.N.C.F., on 
Which civil engineering in many spheres is highly developed, 
nou d have found time to make an intensive tour of British 
ta.lations testifies to the high value set by French railway 
Dificers on British theory and practice. A brief account is 
liver. elsewhere in this issue. Members of the party visited 
” 5ritish Railways Research Laboratories at Derby and 
Vestern Region Civil Engineering Laboratory at Pad- 
ington, where they were particularly concerned with research 
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on strengthening slopes and formations. Practical work on 
that subject was seen on sites in the Western Region, where 
they inspected various sites where formation and slope im- 
provements have been carried out. They were able during 
their short visit to meet, and discuss problems with Mr. 
M. G. R. Smith, Chief Civil Engineer, Western Region, Mr. 
T. M. Herbert, Director of Research, British Railways, and 
Mr. C. W. King, Chief Civil Engineer, British Railways Central 
Staff, and other officers engaged on research and on the 
design and execution of work of various kinds. A good many 
British railway officers have visited, and learnt much from, 
railways overseas. It is gratifying that men occupying senior 
positions on the highly efficient French railways should have 
come in their turn to Britain. No doubt their example will be 
followed by many more civil engineers and other officers from 
railways on the Continent and elsewhere overseas. It is now 
being realised that British railways have a great deal to show— 
of matters in which they lead the world. 


Meagre Share of Honour 


7° judge by the shower from the cornucopia of Birthday 
Honours, a great many people, especially in the middle 
ranks of the Civil Service, are considered to have acquitted 
themselves well enough to merit distinction. One may wonder 
what was in the minds of those who submitted names for 
inclusion in the several lists, which caused railway officers 
apparently to be overlooked. The 1960 Birthday Honours 
include fewer senior railway officers than ever. Such honours 
as are bestowed on railwaymen do not seem commensurate 
with the responsibilities of some of the recipients : Mr. G. M. 
Wilson, Manager, Antofagasta (Chili) & Bolivia Railway, 
in La Paz, who has borne a heavy burden in maintaining the 
efficiency of a British undertaking and in safeguarding British 
interests in Bolivia, is appointed O.B.E. Mr. J. H. Baldwin, 
Chief Accountant, East African Railways ~& Harbours, is 
created C.B.E. The Viscounty for Field Marshal Sir William 
Slim, lately Governor-General of Australia, though not 
associated with his Deputy-Chairmanship in 1947-48 of the 
former Railway Executive, has caused pleasure to the many 
railwaymen with whom he collaborated or came into contact. 


Prospects for British Trade with Russia 


Tt outcome of the present Anglo-Russian trade talks 

may have a great impact on the sale of British engineer- 
ing goods to the U.S.S.R. Russia’s demand for machinery 
is urgent; the current Seven-Year Plan ending 1965 calls for 
large purchases of foreign plant and equipment. Russian 
output of less elaborate machinery is rapidly rising; a case in 
point is machine tools which are now manufactured by mass 
production. However, because of the Soviet policy of raising 
engineering exports at any price, there exists the possibility 
that, despite vigorous efforts, some acute shortages are likely 
to occur. Russia has in the past confined orders for U.K. 
machinery to complete plants and particularly to specialities 
involved in technical progress. This may change and con- 
tracts for general machinery may be forthcoming. This 
change of attitude is in fact reflected in the announcement 
made in our Contracts and Tenders columns this week that 
26 Downing Universal Hobbers complete with all necessary 
equipment, to the value of some £50,000, have been ordered 
by the U.S.S.R. 


Outlook for Industry 


RISES in costs and increased difficulty in procuring skilled 
labour are apparent in the results of the eighth inquiry 
by the Federation of British Industries, published last Friday. 
Output and orders increased, and confidence amongst industrial 
producers remains strong, but the replies to the F.B.1. question- 
naire mention considerations which limit further expansion. 
Over 90 per cent of the firms which replied were as confident of 
the future as they were in February, at the time of the last 
survey. But only a few more undertakings have been working 
their plants to capacity. The questionnaire, for the first time, 
asked what factors were likely to limit output, and shortage of 
skilled labour was most frequently given as the main cause. 
Profit margins per unit have been reduced, but average selling 
prices are reported to be rising slowly. There seems to be no 
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dropping off in the rate of new orders for exports, or in the level 
of export deliveries, but the shortage of workers in engineering 
could impede production from rising in other sections of 
industry where ample capacity still exists, and prospects of 
expansion otherwise are good. 


Overseas Railway Traffics 


CANADIAN PACIFIC RAILWAY revenue for April, 

1960, amounted to $37,810,645 compared with 
$40,964,356 in April, 1959. Railway expenses were 
$35,836,923 ($38,071,936) resulting in net earnings of 
$1,973,722 ($2,892,420). Aggregate net earnings for the 
four months January-April were $8,686,798 compared with 
$9,058,433 in the corresponding period of 1959. The approxi- 
mate gross earnings of the Indian railways for April amounted 
to Rs.38-39 crores representing an increase of 10-9 per cent 
as compared with the approximates for April, 1959. During 
the month the number of wagons loaded with goods traffic 
increased by 3-53 per cent on the broad gauge and by 8-77 per 
cent on the metre gauge as compared with April, 1959. East 
African Railways & Harbours approximate railway revenue 
for the month of April amounted to £1,569,000, a decrease of 
£55,000 compared with April of last year. Earnings from all 
sources decreased with the exception of miscellaneous receipts 
which increased by £3,000. The decrease was mainly in respect 
of goods traffic receipts which fell by £19,000. 


Railway Exhibits at Civil Engineers Conversazione 


RAILWAY engineering exhibits were prominent at the 
display of models shown at the Institution of Civil 
Engineers Conversazione held in London last Wednesday. 
The London Transport Executive was represented by two 
station models submitted by Mr. C. E. Dunton, Chief Civil 
Engineer, L.T.E. One was of the reconstructed Notting Hill 
Station, which serves the District, Circle, and Central Lines, 
and the other shows the proposed layout of Oxford Circus 
Station for the new Victoria Line. Mr. M. G. R. Smith, 
Chief Civil Engineer, British Railways, Western Region, had 
three exhibits of particular interest to the structural engineer. 
One showed a method of reducing the eccentricity of pre- 
stressing forces in pre-tensioned concrete beams. The Southern 
Region exhibits, submitted by Mr. A. H. Cantrell, Chief Civil 
Engineer, included a model of the Travolators being installed 
at Bank Station of the Waterloo & City Railway, a model 
showing reconstruction and development of Cannon Street 
Station, and aerial photographs of Waterloo and London 
Bridge Stations and part of the marshalling yard at Ashford, 
Kent. 


Luxury Travel in the London Midland Region 


HE “ Midland Pullman,” the multiple-unit diesel Pullman 
trains built by the Metropolitan - Cammell Carriage & 
Wagor Co. Ltd., which from July 4 will work between St. 
Pancras and Manchester Central and St. Pancras and Leicester 
London Road, in the London Midland Region, British Rail- 
ways, create new standards of travel comfort. Running trials 
are now completed. They will also provide the fastest services 
yet operated over the London-Manchester main line of the 
former Midland Railway. The timings are given elsewhere 
in this issue. Besides the high standard of appointments and 
service familiar to travellers in Pullman cars, the sets are fully 
air-conditioned—the first time that this amenity, as opposed 
to pressure ventilation, is provided in a complete train in public 
service in this country. The restriction to first class, with a 
supplement, has been rare in Britain. The last train to be so 
limited was the “Golden Arrow” Pullman, which now in- 
cludes second class, between London and Dover. The speed 
and comfort should provide good revenue from traffic between 
London and the industrial Midlands and North. The pattern 
of the service, with up and down runs, morning and evening 
respectively, between Manchester and St. Pancras, and a return 
trip in the afternoon between St. Pancras and Leicester, will 
afford maximum user of the stock. Cheadle Heath Station, 
where the Manchester trains stop, serves an extensive resi- 
dential and industrial area. This use of an intermediate 
station, short of the main terminus, as a railhead is likely to 
be seen in other new services. 
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Victorian Railways’ Recruitment in Britain 


A COMPLEX industrial dispute lies behind the Victorian 

Government Railways’ attempt to recruit 500 British rail- 
waymen. The railway unions sought, in addition to the normal 
wages, grants of 10s. a week after one year’s service and 
increases of a further 10s. after three, five, and 10 years’ 
service. When this claim was rejected by the Federal Arbitra- 
tion Commission the unions started a “ work to rule”’ cam- 
paign. The Railways Commissioners retaliated by cancelling 
Sunday trains and reducing other services. This has saved 
money for the railways and deprived many railwaymen of 
the best item in their pay packets, but its continuance may 
drive away more customers. The railway needs porters, signal- 
men and shunters. Most of the recruits will work in the Mel- 
bourne area. The average weekly wage, with overtime, for a 
porter is £A19 10s., which is £16 sterling. An assistant station- 
master can earn £A25 (£20). The cost of living is stated to be 
little different from that in Britain, but, as an N.U.R. official 
has pointed out, benefits such as the National Health Service 
in this country must not be forgotten. 


New Yards at Shrewsbury and Gloucester 


THE new yards planned for Shrewsbury and Gloucester in 
the Western Region of British Railways, the proposals 
for which are described elsewhere in this issue, are both 
designed to complete Western Region marshalling require- 
ments and both situated at focal points relative to the operation 
of British Railways as a whole. The Shrewsbury yard will 
collect traffic flows from the South and West of England, South 
Wales, Gloucester, Birmingham, and the Black Country, 
Central Wales, Hereford, Shrewsbury, Wrexham, and Chester 
in the Western Region, and from Scotland, Lancashire, North 
Wales, West Riding, the North-East Coast, and Staffordshire 
via London Midland lines. Long-distance freight trains will be 
able to exchange marshalled sections of traffic in the subsidiary 
yard and thus avoid light loading. Gloucester yard will also 
permit collection of all the traffic in the area. It will obviate 
the exchange of inter-Regional traffic at Bordesley and Banbury 
—an operation which has caused much difficulty in the past. 
It will allow a number of small yards to be closed, and will 
reduce the pressure on Severn Tunnel Junction, a measure 
which will help the Region to take advantage of the new traffic 
which is expected to result from industrial development in that 
area. 


Pruning Services in Northern Scotland 


GTEPS taken by the Scottish Region, British Railways, in 
» introducing the summer timetable on June 13, to rational- 
ise passenger services between Inverness, Wick, and Thurso, 
have caused some apprehension in the Far North. Some 
details of the changes were given in our May 27 issue, and 
exchanges in the House of Commons were recorded last week. 
The Scottish Area Board of the British Transport Commission 
has pointed out that the new services, and closing of certain 
stations and branch lines, have been authorised in the 
belief that this will not only help to keep the line in operation 
but will also provide a faster and better co-ordinated rail 
and bus service. The proposals were approved by the Scot'ish 
Transport Users’ Consultative Committee after careful enqu'ry. 
The scheme is not a step towards closure of the railway bu: an 
attempt to avert such a step. Later in the year it is intended to 
introduce diesel locomotives which will facilitate fur her 
improvement. The services this summer will be carefully 
watched to ensure that necessary adjustments can be introduced 
without delay. The Board believes that ultimately the services 
between Inverness and the Far North, with diesel trac‘ion 
and adequate connecting bus services, will be of benefit to t .0se 
living in the area and to the tourists who, it is hoped, will come 
in increasing numbers. 


Further Electrification in Switzerland 


NAUGURATION last week of electric traction of the 
Cadenazzo to Luino line of the Swiss Federal Railv ys, 
which carries a large amount of goods traffic to and ‘rom 
Genoa and elsewhere in Northern Italy, leaves very few sec‘:ons 
of the S.F.R. not equipped for electric working. That does not 
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mean that steam traction will be dispensed with immediately. 
The target date for withdrawal of the last steam locomotive is 
1965; steam engines are used on goods trains which run 
through, for instance, to and from non-electrified sections of 
the German Federal and French National Railways. Apart 
from the “‘ Trans-Europe Express’ multiple-unit diesel sets 
which work international services,.:much use is made of diesel 
locomotives for shunting and for goods working. Diesel 
locomotives recently were of great assistance during repairs to 
electrical equipment on the Gotthard main line, but nearly all 
oassenger, and a very high proportion of goods, traffic is now 
electrically worked. Most of the other Swiss railways are 
electrically operated to an-even greater extent; but even on the 
Rhaetian Railway it has on rare occasions been necessary to 
use, for goods trains, steam engines held in reserve for contin- 
gencies such as very heavy traffic. 


Derailment Caused by Flooding 


HEAVY rain and a gale and the coincidence of the blocking 

by short branches, leaves, and silt of two ditches some 
400 yd. apart, explain the derailment of the early morning 
passenger train last November on the Aberfeldy branch in the 
Scottish Region. Colonel Robertson’s report, summarised 
on another page, makes this clear. He explains how water 
flooded first from the one ditch down to the other, and finally 
down a cutting-face on to the track, dislodging in the process 
1,000 cu. yd. of formation. The rails were left hanging 
in space, but the train cleared the gap before it was 
derailed. The driver and fireman were slightly injured and 
the guard was thrown out of his van. Nevertheless, the driver 
and guard sought aid and took other action with promptness. 
Nobody, he states, was to blame. The length of line was 
properly inspected and well maintained and the train crew were 
properly alert. The system of drainage at the site of the 
accident has been altered, as part of the necessary repairs, but 
Colonel Robertson agrees that the original system had stood 
the test of time. In short, the accident was pure bad luck; the 
railwaymen involved came out of it well; and it is fortunate 
that there were no worse consequences. 


Speed with Comfort for Business Travellers 


THE possibilities of high speed combined with comfort and 

good catering are shown in the success during the last 
three years of the “ Trans-Europe Expresses,” the multiple- 
unit diesel trains, restricted to first class, with supplementary 
charge, operated in international services by the railways of 
Belgium, France, Western Germany, Holland, Italy, Luxem- 
bourg, and Switzerland, in conjunction with the Cie Inter- 
nationale des Wagons-Lits, which provides the refreshment 
service. 

Operation by the London Midland Region, British 
Railways, from July 4 of fast, de-luxe multiple-unit diesel 
trains, restricted to first class, with Pullman Car Company 
Supplement, and intended primarily for business traffic, 
between St. Pancras and Leicester and Manchester, is an 
adaptation to British conditions of the principle embodied 
inthe T.E.E. The British services are over shorter distances— 
the mileages from St. Pancras to Leicester and Manchester 
Central are respectively 99 and 190—whilst the T.E.E. cater 
very largely for transits 300-450 miles, though a good many 
passengers, as for instance between Paris and Brussels (198 
miles) travel much less far. The basic purpose is the same: 
'o <aable day journeys to be completed by day before or after 
a icisonable working day—a return trip in some instances— 
incomfort. The trains are designed to provide greater luxury 
anc spaciousness than do aircraft between the same population 
cenires, and they afford greater regularity of service, as they 
are comparatively little affected by the weather. When the 
length of road journeys to and from airports is taken into 
acccunt, the T.E.E. timings do not compare badly with air 
schedules even over 400 miles. The discomforts, fatigue, and 
frequent dangers of long-distance motoring are avoided. 
Frontier formalities in international traffic are conducted in 
‘rails en route, and cost virtually nothing in time. In this respect 
the E.E. may have the advantage, as, more particularly during 
the ourist season, there have been delays at a good many 
airports in getting passengers through immigration and 
customs controls, besides congestion at road frontiers. All 
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intermediate stops of T.E.E. are cut to the minimum, which 
demands smart station working. 

The genesis and development of T.E.E. are outlined by Mr. 
F. Q. den Hollander, retired President of the Netherlands 
Railways, who played the leading part in the creation of the 
T.E.E., in the 1960 edition of the annual revue “ L’Année 
Ferroviaire ’’ (the subject of brief notice in our June 3 issue). 
Because T.E.E. services were worked out in negotiations 
between railway administrations and the Wagons-Lits Com- 
pany and because the railways responsible for providing the 
stock had their own ideas as to which was commercially desir- 
able, and the private builders could indicate what was technic- 
ally feasible, there are differences between the several train sets. 
In some trains meals are served to all passengers in their own 
seats; in others there is a refreshment compartment. In conse- 
quence, the weight per paying passenger is 1-9 and 2 tonnes in 
some multiple-unit sets built in Germany, and in Holland and 
Switzerland, and 1-2 and 1-1 tonnes respectively in some 
French and Italian sets. 

These and certain technical differences, and the widely 
differing conditions in which trains operate, besides variations 
in the circumstances affecting patronage, afford valuable 
experience, which the railway managements and rolling stock 
builders are studying. Commercially the T.E.E. are generally 
successful. In some cases there have been grumbles at the 
supplementary fares. Even when these, and the cost of meals, 
are included, the cost of travel is not high. 

Many of these matters are of relevance to British Railways 
in the operation of the “‘ Midland Pullman ”’ and in planning 
of other services. Besides the two diesel-electric Pullman 
sets built by the Metropolitan—Cammell Carriage & Wagon 
Co., Ltd., for the London-Leicester-Manchester services, 
three will be placed in service shortly in the Western Region, 
between Paddington and Birmingham and Wolverhampton 
and Paddington and Bristol. These latter sets will include 
second class, and, therefore, cater for a somewhat different 
type of traffic. As regards luxury travel for businessmen, the 
London-—Manchester service, linking probably the two largest 
commercial, industrial, and residential areas in England, over 
comparatively long distances, may be the best field in Britain; 
but if they succeed, and the reputation of Pullman diesel 
trains grows, there may be scope for further such ventures. 
No locomotive-hauled train now running, despite the comfort 
of, and good service in, the several expresses composed exclu- 
sively of Pullman cars, can compare with the multiple-unit 
sets about to be placed in service. 


London Midland Region Summer Timetable 


FURTHER decelerations of all express trains from and to 

Euston, due to electrification delays, appear in the 
London Midland Region summer timetable. A minimum of 
32 min. recovery time is included in every schedule between 
Euston and Crewe, plus 10 min. between Crewe and Liverpool 
and 5 min. between Crewe and Manchester. The result is a 
nominal slowing down by a further 10 min., but as in the winter 
timetable almost all arrivals at destinations were shown in the 
public timetables as at least 10 min. after the working times, 
and these differences have now been incorporated in the work- 
ing times, the actual decelerations of Manchester and Liverpool 
trains are of the order of 20 min. or more. The Manchester 
service is further slowed down by the temporary diversions 
from Manchester London Road Station, during rebuilding, 
to other terminals in that city. 

Certain of the Liverpool and Manchester trains leave 
Euston earlier; of the former, while the 7.45 a.m. “ Lan- 
castrian’”’ and 4.45 p.m. “‘ Shamrock ”’ have an unchanged 
departure, the 8.20 a.m. starts 5 min. earlier, the 10.20 a.m. 
** Manxman ” 10 min. earlier, and the 12.20 p.m. “* Red Rose ” 
and 2.20 p.m. 15 min. earlier; but the 6 p.m. “ Merseyside 
Express ” leaves 10 min. later, at 6.10 p.m. Of the Manchester 
trains only the 11.35 a.m. is earlier (11.30 a.m.); the 7.45 a.m., 
9.35 a.m. “* Comet ” and 4.20 p.m. are unaltered in departure, 
and the 5.50 p.m. “ Mancunian” starts at its former 6 p.m. 

The departure times of up Liverpool trains are unchanged, 
but the Euston arrivals are mostly 10 to 15 min. later; out of 
Manchester only the 10 a.m. and 2 p.m. run at their previous 
times from London Road, the others starting from Victoria 
(except the “‘ Mancunian,” which now leaves Exchange at 
9.22 a.m.) from 10 to 19 min. earlier than their London Road 
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times. Euston-Liverpool overall times range from 4 hr. 10 min. 
to 4 hr. 57 min., and Euston-Manchester times between 
4 hr. 18 min. and 5 hr. 4 min., roughly an hour longer than the 
times of the same trains in 1939. 

One of the most radical alterations is in the start of the down 
“Ulster Express,” which is 30 min. earlier, at 5.40 p.m.; 
Morecambe is reached 10 min. earlier, at 10.45 p.m., and 
Heysham 8 min. earlier, at 11.5 p.m. In the up direction, 
unaltered from Heysham at 6.55 a.m., the “‘ Ulster Express ” 
is due 10 min. later into Euston, at 12.10 p.m. There are 
similar slowings of the Euston-Blackpool and Euston-Holyhead 
services. The 10.40 a.m. from Euston to Blackpool leaves 
5 min. earlier, and the day “Irish Mail” at 8 a.m., 5 min. 
earlier than last summer. 

As the 9.5 a.m. “* Royal Scot,” the 1.5 p.m. ‘* Midday Scot ” 
and the 3.45 p.m. ‘* Caledonian ” already had the full 32 min. 
recovery times between Euston and Crewe, their 7}-hr. 
schedules in each direction to and from Glasgow remain 
unchanged (except that the up “* Midday Scot” now calls 
at Crewe, from 5.37 to 5.34 p.m. and reaches Euston 
5 min. later, at 8.35 p.m.). These unaltered times are 
at the expense of the rigid limitation of load already 
referred to in our comments on the summer timetables of the 
Scottish Region, however, which on some of these workings 
makes it probable that during the high season a number 
of intending passengers by these trains will be unable to secure 
accommodation. 

The “ Royal Highlander ” departs at 6.30 instead of 7.10 p.m. 
and the 7.20 p.m. “ Northern Irishman” (Stranraer boat 
train) at 7.10 p.m. (7.50 p.m. last summer), followed instead of 
preceded by the 7.15 p.m. to Perth and Oban (7.25 p.m. last 
summer). The 9.5 p.m. to Glasgow leaves Euston 5 min. 
earlier and the 10 p.m. all-sleeping-car train at 9.35 p.m. 
Most of these trains have in all about 45 min. recovery time to 
Carlisle, and the previous Scottish arrival times are not greatly 
affected. In the up direction also most Scottish departures 
are unchanged, but later arrivals into Euston are those of the 
9 a.m. from Perth (by 16 min., 8.1 p.m.), the 12.20 p.m. from 
Perth (by 16 min., 10.16 p.m.), the 10.20 p.m. from Glasgow 
(by 12 min., 7.22 a.m.), the 10.25 p.m. from Glasgow (by 
25 min., 8 a.m.), the 10 p.m. from Stranraer (by 15 min., 
8.35 a.m.), and the 5.40 p.m. “ Royal Highlander’ from 
Inverness (by 10 min., 8.45 a.m.). 

The fastest service between London and Manchester is now 
that of the Midland Division, which remains unchanged in the 
summer timetable; the shortest times are those of the 3? hr. 
2.25 p.m. from St. Pancras to Manchester Central and the 
3 hr. 50 min. of the 10.25 a.m. and 2.25 p.m. (“ Palatine ”’) 
up. The 1.55 p.m. from St. Pancras to Manchester Victoria 
calls additionally at Leicester (3.38/3.42 p.m.). Diesel mul- 
tiple-units have taken over the former Cheshire Lines hourly 
expresses between Manchester Central, Warrington and 
Liverpool Central, but with no alteration in the previous 
steam schedules. 


Modern Bridge-Building in India 
F'rst the Ganges and now the Brahmaputra, two of the 
three greatest rivers in the Indian peninsula, and each 
about 1,600 miles long, have just been and are being bridged 
in rapid succession to carry both rail and road traffic. They 
join in Eastern Bengal, some 80 or 100 miles from the Bay of 
Bengal, into which their confluent the Padma eventually flows. 

Consecutive construction on two such great bridges reminds 
one of the spate of big-bridge building some 30 years ago, 
when the Indus 1,800 miles long, Jhelum, Chenab, and Ravi 
Rivers were all bridged by the North Western Railway within 
the space of about five years. Before that period there was 
another lapse of about 20 years following the construction of 
the Hardinge Bridge over the Lower Ganges, in some respects 
the greatest of them all. 

Earlier, many other less-spectacular but longer bridges were 
built for various railways in India, such as those over the Sone 
(10,052 ft. long), Godaveri (9,096 ft.), Kistna, Mahanandi 
(6,912 ft.), and Izat-Ganges (6,381 ft.). 

Present interest centres upon the Brahmaputra Bridge in 
Assam to replace the existing North-East Frontier Railway 
Amingaon-Pandu wagon-ferry. Though not as large as its 
four-year-old sister over the Ganges near Mokameh, it has 
some features of considerable interest. At the site selected 
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the Brahntaputra flows through what might be termed a defile 
with centuries-old stable banks. Consequently no training 
works of any magnitude are necessary, and it can be bridged 
by a structure only about 4,250 ft. in length. The site therefore 
virtually chose itself, providing an ideal crossing of a river at a 
point over 1,300 miles from its source and draining the world’s 
greatest mountain range. Incidentally, in the surrounding 
foothills and within 70 miles of the bridge-site the rainfall 
averages no less than 450 in. a year, nearly 1} in. a day, and the 
run-off is very rapid. 

The passage of a river of this size through so comparatively 
small an opening is necessitating the sinking of the well- 
foundations for the piers to a depth of no less than 167 ft. below 
low-water level. Other handicaps are that: (1) the work is 
having to be carried out in water 50 and more ft. deep, and 
(2) the duration of the working-season is barely five months 
so that the volume of work that can be completed in each year 
is unusually limited. 

Work on this bridge was fortunately able to take over some 
of the plant and staff available from the Mokameh Ganges 
Bridge and to benefit from experience gained there. Con- 
sidering the short working time that has so far been available, 
an excellent beginning and considerable progress has been 
made. Unlike the Ganges Bridge, constructed under a 
separate administration, the Brahmaputra Bridge is being 
built by the North-East Frontier Railway. The bridge is 
expected to be completed and opened for traffic about May, 
1962, and the estimated cost of the whole undertaking is nearly 
£8,000,000. 


Aluminium in Underground Rolling Stock 


GATISFACT ORY general experience with lightweight under- 

ground railway passenger vehicles, some constructed wholly 
of aluminium alloy and others of steel framing clad with alu- 
minium alloy, is recorded in a paper, “‘ Experience with Sub- 
way Rolling Stock,” by Mr. A. W. Manser, Chief Mechanical 
Engineer (Railways), London Transport Executive, read at the 
symposium on aluminium held in London jointly by the Insti- 
tution of Locomotive Engineers and the Aluminium Develop- 
ment Association on May 27. 

A saving of electrical energy consumption calculated at a 
maximum of about 123 per cent for a 16 per cent reduction in 
weight compared with equivalent all-steel stock, a consider- 
able reduction in corrosion damage, and economy in painting 
costs, are among the advantages gained in order of importance. 
An indirect benefit obtained by reducing the accelerating current 
is that the peak substation loading is reduced thus reducing the 
heating of existing equipment there; this results in less voltage 
drop and therefore an improved traction performance. 

Mr. Manser points out that with an urban transport system 
on which a really close headway service is being operated the 
peak load imposed by each train, and its duration, will 
very largely dictate the size of the distribution, cabling and 
substation equipment so that, if the whole of the rolling stock 
were of aluminium-alloy construction, an economy could be 
effected when the fixed installation became due for replacement. 

Although when, in 1948, the London Transport Executive 
decided on the purchase of 90 aluminium vehicles for the 
District Line it was estimated that the reduction of car-body 
weight would be 34 tons, the actual saving achieved in praciice 
amounted to about 5} tons. One of the additional economy 
factors borne in mind was the likelihood that at the end of the 
life of the vehicles the scrap value would be markedly gre«ter 
than that of steel rolling stock. Particular emphasis is placed 
by Mr. Manser on the fact that the percentage energy saving 
quoted would not necessarily apply to other stock or other 
services. On the District Line the average inter-station dist nce 
is 0-63 of a mile. 

The new stock was first put in service in 1952. During in tial 
test running it was decided to reduce the current setting of the 
accelerating relays to maintain the acceleration at about the 
same value as with steel vehicles, and it was under these ©on- 
ditions that the quoted energy saving was measured. A\(cr- 
natively, when weight is reduced, if the adhesion limit is not 
already being worked to then adjustments can be made to 
achieve a higher rate of acceleration, thus giving opportunity 
for a greater amount of coasting or for obtaining a shorter 
station-to-station run time on any given journey. 

The general impression gained with the use of unpainted 
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vehicles on which a certain amount of care has been taken to 
ensure a good initial surface polish is that they do not get 
dirty any more quickly than painted cars on the London Under- 
ground, and the former are rather easier to clean when they do 
get dirty. With daily water washing the period between hand 
cleaning can be of the order of 10 weeks in winter months and 
16 weeks in the summer. Moreover, an extremely close inspec- 
tion carried out at intervals has failed to reveal any signs of 
trouble from corrosion on an unpainted aluminium train 
first placed in service in January, 1953. 

The only disadvantageous characteristic noticed was a slight 
creaking at the ends of aluminium vehicles which was eventually 
determined as being minute relative movements of panelling 
and framing in portions of the structure not of a major load- 
carrying kind. According to Mr. Manser a cure seems to lie 
in the interposition of a plastic film at such joints in future 
vehicles. The adoption of rubber springing and the consequent 
elimination of higher-frequency vibration can reduce the 
creaking effect to negligible proportions. 

Prototype lightweight tube cars for the Piccadilly and Central 
Lines of the L.T.E., ordered in 1954, and the 532 cars at present 
under construction by the Metropolitan-Cammell Carriage & 
Wagon Co. Ltd., retained a light steel framework similar to 
that first supplied in 1938. No improvement to the frame by the 
use of aluminium was thought possible without sacrificing 
stiffness or stability. Exterior panelling for the new tube stock 
is in N.S.5 aluminium alloy which is used for its appearance and 
corrosion-resistance. Mr. Manser describes how initial difficul- 
ties with the matching of surface finishes were overcome by 
arranging for the car builder to carry out the final surface 
treatment of the doors, which are supplied under sub-contract, 
and by ensuring that the materials used are closely comparable. 
Roofs are painted light grey to avoid the necessity of extending 
the relatively elaborate treatment given to the sides in securing 
an acceptable standard of finish when unpainted. 

Experience so far of accidental collision damage to all- 
aluminium stock in depot yards has shown that energy can be 
absorbed in such a way that no damage is suffered beyond 


the bolster end of the vehicle even when quite severe impacts are 
involved. 


Australian Commonwealth Railways 


()PERATIONS on the Commonwealth Railways for the 
year ended June 30, 1959, a copy of which has been sent 
us by Mr. P. J. Hannaberry, Railways Commissioner, resulted 
in a gross income from the four constituent systems of 
£A5,583,949, or £A238,162 more than a year earlier. Working 
expenses showed a much more modest rise of £A35,851 to 
£A3,647,126, so that the result of working, excluding interest, 
was a gross surplus of £A1,936,823, an increase of £A202,311. 
After meeting all charges the net surplus was £A1,249,088 
(£A 1,059,166). 
Earnings on the 1,108-mile 4-ft. 8}-in. gauge Trans-Aus- 
tralian Railway (Port Pirie Junction—Kalgoorlie) exceeded 
working expenses by £A640,570, or by £A36,462 more than in 
the previous year. The major increase was in earnings from 
freight traffic, but revenue from the carriage of livestock 
fell away considerably. The higher outlays were attributable 
to greater train and engine mileage run, to a heavy retrospective 
ient to the Western Australian Government Railways on 
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account of the use of Kalgoorlie Station, and to increased 
general charges which more than offset savings in other direc- 
tions. There was a slight falling off in through passenger 
traffic, attributable in part to heavy competition from airlines 
with through cheap “ tourist ’’ fares. 

The Central Australia Railway’s 822-mile system earned 
£A99,783 more at £A2,303,981, mainly because of higher 
goods and livestock traffic. Working expenses went up £A50,501 
to £A1,126,686, principally because of greater expenditure on 
track maintenance and increased rolling stock repairs. The 
Railway includes the 4-ft. 84-in. Stirling North-Marree section 
and the 3-ft. 6-in. Marree-Alice Springs and Port Augusta- 
Hawker sections. 

On the North Australia Railway (316 route miles, 3-ft. 6-in. 
gauge) earnings improved sharply to £A209,666 (£A138,951 
in 1957-58), with the major benefit from greater livestock 
traffic. Working expenses decreased £A44,627 to £A170,537 
following savings in track and rolling stock maintenance and 
traffic branch operations. 

The Australian Capital Territory Railway’s four-mile route 
showed a minor improvement, the loss in working being 
reduced to £A19,954. Freight rates cannot be increased 
because road hauliers would then capture even more of the 
traffic still held by the railway. 

Freights and fares on Commonwealth lines have not been 
increased since September 1, 1951, despite the much heavier 
cost of wages, marginal rates, and materials. Improved methods 
of working, and more modern equipment, have enabled some 
savings to be effected. While materials prices are becoming 
more stabilised, wages continue to rise and the latest increase 
will cost the Commonwealth Railways another £A120,000 
in the current financial year. 

The intense canvass for additional goods traffic, initiated 
some years ago, continued, and yielded a further gain in 
tonnage handled. The inter-system goods traffic carried over 
the Trans-Australian Railway was a record, reflecting a better 
service of fast trains and the use only of modérn all-steel bogie 
freight vehicles. An increasing number of motor-car owners 
are taking advantage of the concession rate for the carriage of 
accompanied cars. Firms which had entered into contracts 
for the carriage of their products to Western Australia on the 
basis of a guaranteed minimum tonnage continued to rail 
tonnages generally well in excess of their guarantees. Traffic 
from Western Australia to the Eastern States increased further, 
reducing the disability experienced for so many years of 
empty running of wagons returning from West to East. Total 
Inter-system goods traffic was 4,398 tons. 

The report refers to the benefits accruing to the railway 
system from co-operation with road service operators where 
this has been possible. A good instance of this is the transport 
of machinery imported from overseas, and which has to be 
moved to remote areas. An increasing tonnage and number of 
consignments went by the various pick-a-back services, and 
in the case of the Trans-Australian Railway road competition 
for traffic between Eastern States and Western Australia 
subsequently diminished considerably after their introduction. 
As this class of rail traffic has increased, “ all-road”’ carriage 
of goods has decreased, and to-day has fallen away consider- 
ably. The continued success of the pick-a-back services, it is 
anticipated, will divert increasing quantities of freight from 
road to rail in the current year. 
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On the Trans-Australian Railway the passenger service was 
built up until in December, 1958, a daily service was in opera- 
tion to cope with peak traffic, reverting to a five-day basis 
in February, 1959. Arrangements have been completed for 
seven trains weekly during the Christmas and New Year 
holiday season in the current year. Holiday traffic again 
necessitated doubling, with two complete trains coupled 
together. 

There were slightly more long-distance passengers on the 
Central Australia Railway, whereas intermediate traffic was 
little changed. On the North Australia Railway the full effect 
of the discontinuance of the co-ordinated road-rail passenger 
service, which ceased in October, 1957, was felt for a full year. 
Because tourist traffic was carried to and from Darwin by 
road throughout and the diversion of potential “local ” 
passenger traffic to the competitive road services, rail passenger 
traffic was appreciably lower than in preceding years. 

Other points in the report include a reference to the con- 
tinuing manpower problems associated with track main- 
tenance. Not only is there insufficient labour available, but 
65 per cent of those engaged leave within two months. Only 
2-18 per cent are still on the staff after three years’ service. 
Conversion 1s virtually complete of the 3-ft. 6-in. gauge lines 
in the south-east division of South Australia to 5-ft. 3-in. 
gauge, as an interim measure pending complete standardisa- 
tion of gauges throughout the Commonwealth. The first diesel- 
electric locomotive, which went into service in October, 1951, 
has now run well over 1,000,000 miles, and others are close 
to that mark. The standard profile truing machine, which 
enables tyres to be turned without removal from locomotive 
or vehicle, and which was built in Britain under licence, went 
into service. It is the first of its kind installed in the British 
Commonwealth, and has enabled considerable savings to be 
made in the time locomotives and rolling stock are out of 
service. 








Sixteen Weeks’ Railway Traffic 


(By a= correspondent) 


THE fourth issue of Transport Statistics for 1960 puts the 

railway position in perspective. It gives details of pas- 
senger business for the first quarter of the year and of freight 
train traffic for 16 weeks to April 24. The statistics leave no 
opening for optimistic views at present. 

In three months to March 31, passenger journeys decreased 
by 1,619,000, or 0-7 per cent. Journeys at full fares were 
11,667,000 fewer, a drop of 16-5 per cent. The number of 
early morning tickets decreased by 11,939,000, or 40 per cent; 
every Region reported a sharp fall in the issue of these tickets. 
Season ticket holders were-estimated to have made 3,478,000, 
or 4 per cent, more journeys, and other bookings below the 
standard fares accounted for 18,508,000 more passengers, an 
increase of 30 per cent. Passenger takings for the quarter 
were £1,318,000, or 4-5 per cent, higher. Of that advance 
first class passengers paid £452,000, an additional payment of 
12 per cent, for on an average a first class fare was 23-5d. higher, 
and a second class fare was up only 1-05d. 

For 16 weeks of the year the aggregate tonnage of freight 
train traffic was 79,879,000, an increase of 4,862,000 tons, or 
6:5 per cent, on 1959. Merchandise and livestock showed 
an increase of 1,143,000 tons (10 per cent) and minerals pro- 
duced 2,807,000 more tons (18 per cent). In spite of a declining 
coal output, the railways carried 911,000 more tons of coal and 
coke, a rise of nearly 2 per cent. 

Satisfactory as these advances may appear, their significance 
fades when we consider that traffic in the first 16 weeks of 1959 
was 9 per cent, behind the poor year 1958. Compared with 
1951, when the railways had abundant traffic, merchandise 
was down 4,303,000 tons (25 per cent), minerals showed a 
slight decrease of 262,000 tons, and 4,028,000 fewer tons of coal 
and coke passed, a drop of 7:5 per cent. The total 1951 
tonnage was 88,472,000—a difference of 8,593,000, or 9-7 per 
cent. 

To April 24 the railways worked 5,962 million ton miles, 
250 million more than a year ago, but 244 million less than in 
1958 and 1,134 million, or 15 per cent, under the 1951 output. 
A notable point in the Regional results was the progress made 
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in the North-East and in Scotland. Originating nearly 11 per 
cent more tons, the North Eastern Region produced 61,668,000, 
or 8 per cent, more ton miles; these increases were spread 
over all traffics. With a similar rise in tons put on rail, the 
Eastern Region worked only 730,000 more ton miles, having 
a decline of 53 million, or 8 per cent, in coal ton miles. The 
Scottish Region carried 349,000 more tons, an increase of 
3-8 per cent, and worked 30,573,000, or 6 per cent, more ton 
miles. A curious result in the London Midland Region was 
that the handling of about 2 per cent more traffic involved the 
movement of 125,017,000 additional ton miles, a rise of 
6°5 per cent. 

Over the first 16 weeks of the year freight train traffic receipts 
have advanced by £1,326,000 or 1:6 per cent. In the next 
four weeks to May 22 there was a further advance of £525,000, 
or 2:6 per cent, but these improvements cannot meet the 
current upsurge in expenditure. The operating ratio for our 
railways will be mounting to heights unknown before the war. 
In spite of the many setbacks since 1957 to the American rail- 
roads, they held down the operating ratio for the first quarter 
of 1960 to 79-35 per cent. A constant watch on expenditure 
made that possible. Capital improvements were closed down 
unless they offered an adequate return immediately, while 
purchases of fuel, materials and supplies were kept to the 
lowest level consistent with efficient maintenance of permanent 
way and equipment and traffic operation. The monthly 
publication of operating revenues and expenses for each rail- 
road, along with earnings before interest and other charges, 
ensures that the railroads never forget that net revenue is what 
matters at every stage of their administration. 








Letters to the Editor 


(The Editor is not responsible for opinions of correspondents) 
British Railways’ Motive Power 


June 5 

Sir,—The reasons given in the editorial article in your 
May 27 issue for the long retention of steam traction would be 
much more plausible were it not for the presence of the 
Class “‘9” 2-10-0, a somewhat difficult machine to overlook. 

There are not many concrete facts available on the subject 
of locomotives today, but one of them is that regardless of what 
anybody else was doing, in the middle of 1960 British Railways 
were building, in their own shops, large steam locomotives 
with a potential economic life of at least 25 years. This may 
have been due to sheer incompetence at the top in failing to 
turn off the tap at the appropriate moment, but it is much more 
redsonable to assume that this was a perfectly reasonable and 
economically sound proposition in 1960 and, therefore, by 
inference, in 1965 and 1985. It could hardly have been less 
economic than some of the diesel ventures. Even if one 
leaves out such “ Blue Streak ” efforts as the so-called * de- 
luxe Pullmans ” the ordinary diesel-worked service would not 
offer much hope of a profit. 

On page 617 of the same issue you discuss the fast service 
between Edinburgh and Aberdeen which is to be worked, 
for some quite incredible reason, by two diesels in tancem. 
This service lies within the competence of a Gresley Pacific 
which by now will have been written down to scrap value only. 
But if you put it in at the new price of about £15,000 anc put 
the utilisation at 2:1 you have two diesels worth £15(,000 
against two steam locomotives worth £30,000, the difference, 
at 12 per cent, being the burden the diesel has to carry; and no 
fiddling with the book cost of the steam locomotive or ui 11s 
tion can make the picture much brighter. 

On the East Coast route, 22 “ Deltics ” are to do the work 
of 55 Pacifics and they may do it better ; but even using the cost 
of new “ Britannia ” class Pacifics, the burden of capital charges 
could amount to some £25,000 a month. 

Another of the rare concrete facts referred to above i: that 
the disappearance of steam traction is being followed by 
rising fares and rising operating losses. There may le 00 
connection, but on the figures quoted it is not an idea which 
can be dismissed without some consideration. 

Yours faithfully, 
L. IRVINE-BROWN 
Ivydene, Tilston, Malpas, Cheshire 
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Disguised Diesels 

It is very comforting to receive con- 
irmation from as reliable a source as 
our London Correspondent, that since 
November expresses on the Euston- 
iverpool service have been pulled en- 
rely by diesels. As a frequent traveller 

had recently begun to doubt this but 
the plan is now clear. To please steam 
locomotive lovers many of the 
‘ impersonal-looking ” diesels have been 
cunningly disguised. Not only do they 
look exactly like steam locomotives but 
they have the same lack of acceleration 
enabling them to run way behind 
schedule, can eject steam in the same 
noisy way, and have the ability to shower 
platforms and the insides of the coaches 
with filth—From a letter to ‘* The 
Guardian.” 


The World’s First Public Railway 


\ correspondent points out that the 
organisers of the Pageant of Croydon, 
in giving due attention to the importance 
of railways, as recorded in the Scrap Heap 
of June 10, were in error in stating that 
the Surrey Iron Railway from Wands- 
worth to Croydon was opened in July, 
1801 That famous undertaking, he 
states, is rightly called the first public 
railway sanctioned by Parliament, but 
that occurred only on May 21, 1801, 
when the Royal Assent was given to the 
Act 41 Geo. III cap. 33. A meeting on 
June 4 of that year appointed officers of 
the company, and tenders for construc- 
tion were invited on July 27. The formal 
opening of the line is recorded with 
precision in The European Magazine and 
London Review for August, 1803, in the 
following terms: “ July 26, 1803. The 
Iron Railway from Wandsworth to 
Croydon was opened to the public for 
the conveyance of goods. The Com- 
mittee went up in waggons drawn by one 
hor and, to show how motion is 
facilitated by this ingenious and yet 
simple contrivance, a gentleman, with 
two companions, drove up the railway 
in machine of his own invention, 
without horses, at the rate of fifteen miles 

ur. 


Food for Thought 


aking of thought, I got one the 
day half-way between Euston and 
. . when we passed a large metal, 
Railways-brown notice which 
lo Crewe and the North.” Under- 
was an arrow pointing to Crewe 
i¢ North. Now, why would the 
ys put this thing up ? It couldn’t be 
benefit of the driver and fireman, 
f whom, I’m sure, know exactly 
they are going. It couldn’t be for 
st majority of passengers because 
° thing passengers do know is the 
m they’re going . . . I thought 
his all the way to Crewe and con- 
it was put up for the benefit of a 
uction of passengers who suffer 
inxiety neurosis. These are the 
who can’t get on a train to Crewe 

t imagining, within minutes, that 
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they’re hell-bent for Penzance. They 
go through agony, these people, and the 
railways put up this notice to help them 
out. Which is uncommonly thoughtful of 
British Railways. And now—how about 
another notice for people who torture 
themselves all the way to Crewe wonder- 
ing why the notice was put up ?—From 
the ‘‘ Daily Herald.” 


Saddle Tank into Diesel Locomotive 


An 0-6-0 saddle tank shunting engine, 
No. 30, of the 3-ft. 6-in. gauge Central 
Australia Railway of the Commonwealth 
Government Railways, converted by the 
railway staff into a C type diesel-hy- 
draulic locomotive at a cost of about 
£A10,000, has been used for shunting at 
Quorn station yard. Power is provided 
by a 150-h.p. six-cylinder General Motors 
“71” series engine. An Allison ‘‘ 600” 
series torque converter is fitted, and final 
drive is through a David Brown revers- 
ing gear box (3-06: 1) and countershaft 
reducing gear (1-96: 1). The convers- 
ion has resulted in release of a 
main-line diesel, or a steam locomotive, 
for other duties. 


School Dinners in Disused Station ? 


Schoolchildren at Hillington, Norfolk, 
eat their dinners in the classroom. The 
local education authority is to investigate 
taking over the waiting room in the now 
disused Hillington Station, on the aban- 
doned line of the former Midland & 
Great Northern Joint Railway from 
South Lynn to Yarmouth. 


Long Service on the Illinois Central 


Four thousand years of Illinois Central 
Railroad service were recognised on 
June 9, when 80 employees, completing 50 
years with the railroad during 1960, were 
guests of Mr. Wayne A. Johnston, 
President of the Company, at a luncheon 
in the Palmer House, Chicago. Some 
300 officers of the railway were present. 
Each employee who had completed 50 
years’ service received an award in the 
form of a gold I.C.RR. all-stations pass 
valid for life. The ‘* 1960 class,’ which 
brought to 1,245 the number of veteran 
staff to be cited for a half-century of 
service since the practice was begun in 
1936, came from 39 communities in 
seven States served by the Illinois Central. 


No. 30 after conversion as a diesel-hydraulic locomotive 
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OVERSEAS RAILWAY AFFAIRS 


SOUTH AFRICA 


Johannesburg-Klerksdorp Services 

The new fast passenger services be- 
tween Johannesburg and Klerksdorp and 
points between are proving popular. 
More and more people are making use 
of the trains. The electrification of the 
Welverdiend-Klerksdorp section of the 
Johannesburg — Cape Town main-line 
made the faster running times possible. 
To Potchefstroom, the average train 
journey now takes 23 hr., an hour less 
than the old service. The week-day 
morning train from Klerksdorp at 6 a.m. 
now reaches Johannesburg at 9.30 a.m. 
and the connection to Pretoria arrives 
there at 11.20 a.m. The evening train to 
Klerksdorp now leaves Johannesburg at 
5.11 p.m. and reaches Klerksdorp at 
8.26 p.m. 


EAST AFRICA 


Opening of Mwanza South Port 


Sir Richard Turnbull, the Governor of 
Tanganyika, officially opened the new 
£200,000 port at Mwanza South on 
June 4. Speaking at the opening cere- 
mony Mr. C. T. Henfrey, Chief Engineer, 
East African Railways & Harbours, said 
that the depth at the wharf face is a 
minimum 10 ft. at lowest lake level and 
the total length of the face is 860 ft. 
Cranes and rail tracks are installed along 
the full length of the apron and with 
three electric portal cranes to serve the 
lighters, it can be claimed that the 
facilities now provided at Mwanza 
South will amply and expeditiously cope 
with all traffic in the offering for many 
years to come. 

Sir James Farquharson, General 
Manager, E.A.R. & H., welcomed the 
guests and presented a painting of Capri 
Bay to Sir Richard Turnbull. After the 
Governor had replied he officially opened 
the port by breaking the E.A.R. & H. 
house flag. 


SOUTH AUSTRALIA 
Private Railway Standardisation 

Some time ago the Broken Hill 
Proprietary Co. Ltd. announced plans 
for the erection of a £30,000,000 steel 
plant at the seaport of Whyalla on Spencer 
Gulf in South Australia, work on which 
would commence this year. At the same 
time it was announced that a standard 
gauge railway was to be built from Port 
Augusta, the headquarters of the Com- 
monwealth Railways, to Whyalla. 

The Broken Hill company has now 
announced plans for the standardisation 
of the railway track system at its works at 
Whyalla. The work is to cost £502,600, 
and will be carried out in two stages 
with completion in 1964. The plan 
includes conversion of existing 3-ft. 6-in. 
gauge track to 4-ft. 84-in. gauge, pur- 
chase of two standard-gauge diesel- 
hydraulic locomotives, and conversion 


(From our correspondents) 


of some rolling stock from narrow to 
standard gauge. 

The company owns and operates a 
railway about 53 miles long from the 
Iron Knob and the Iron Baron ore 
deposits. This line and various ore 
tracks which are 3-ft. 6-in. gauge are 
not to be converted. 


VICTORIA 


Standard Gauge Construction 


On May 24 a mobile crane placed a 
number of girders each weighing 12 tons 
in position on the piers of the bridge over 
the Ovens River at Wangaratta. These 
completed the main structure of the 
railway bridge built to carry the standard- 
gauge railway line over the river. When 
decking has been installed the bridge will 
be ready for the track to be laid across it. 


Power Signalling Extension 


Automatic power signalling is to be 
installed on the eastern suburban line 
to Ringwood between Blackburn and 
Mitcham. The project will cost about 
£76,000 and work has started on it. When 
this intermediate section is completed 
power signalling will be in operation 
between Melbourne and Ringwood and 
its installation is expected to result in an 
improvement in train services beyond 
Box Hill. 

A new relay room has been built at 
Mitcham to house the electrical equip- 
ment and certain alterations made to 
existing station buildings there. A simi- 
lar relay room is in course of construc- 
tion at Blackburn. Power signalling 
is also being installed in the yards at 
Mitcham and Blackburn as well as on the 
main line. 


CHINA 


Neikiang—Kunming Construction 
Construction of the Neikiang—Kun- 
ming Railway, 350 miles in length, and 
linking the North of China with the 


capital of Yunnan Province, is pro- 
ceeding through mountainous country. 
A further 45 miles of line is now open to 
freight traffic, making 120 miles in all. 


ARGENTINA 


Basic Reorganisation of Railway System 

A contract has been signed between 
the Ministry of Public Works & Services, 
representing the Argentine Government, 
and a number of North American and 
Italian firms, for a complete study of 
the railway situation and the methods to 
be used to modernise and fully equip 
them. It will be made in two stages, 
from July to December, 1960, and from 
October, 1960, to the end of 1961. The 
names of the firms were recommended 
by the World Bank. The plan also 
embraces the road and highway system 
of the Republic and its co-ordination 
with the railways. The Argentine Govern- 


ment undertakes to provide all the neces- 
sary facilities for these studies, which are 
estimated to cost 100 million pesos in 
the stated period of 18 months. The 
Argentine representatives have already 
been named. 


Locomotives and Rolling Stock 


The first of the 330 diesel motor 
coaches, ordered from Fiat of Milan 
has been received in Buenos Aires. Part 
of the order will later be fulfilled by the 
Fiat subsidiaries in the Province of 
Cordoba. The coaches are powered by a 
12-cylinder diesel engine which permits 
speeds up to 75 m.p.h. Six-coach trains 
with a total capacity of 600 passengers 
will be possible between motor and 
trailer coaches. 

Part of the staff of the Victoria shops 
of the General Mitre Railway, grouped 
into a co-operative unit, have rebuilt 
seven first-class electric coaches, working 
in their own time with materials and 
equipment of the railway shops. 

Argentine and German interests have 
combined to set up a new plant for build- 
ing and repairing railway and under- 
ground railway passenger coaches at 
Bernal, Province of Buenos Aires. 


BRAZIL 
Tariff Increases 

* The Sorocabana Railway passenger 
and cargo tariffs were raised 10 per cent 
in December last and have now been 
increased by a further 20 per cent to cover 
the latest wage adjustments, which added 
100 million cruzeiros monthly to the 
company’s expenditure. ~ Professors and 
students enjoy a 25 per cent rebate on 
fares. The Mogiana Railway rates have 
been raised 28 per cent; the new tariffs 
include state and federal taxes. 


UNITED STATES 
Overbridge Enclosed in Glass Fibre 


At Minoa in New York State a foot 
overbridge spans six parallel tracks of the 
New York Central Railroad system. To 
provide additional safety for the foot- 
passengers and also protection from the 
weather, this bridge and its Z-ramped 
approaches have been entirely enclosed 
in corrugated panels of translucent 
glass fibre. The panels are fastened to 
the steelwork of the bridge and to the 
steel- framed enclosure over each 
approach. In daylight there is ample 
light without any window-type gl«zing. 


SWITZERLAND 


Swiss Federal Rolling Stock Orders 


The Council of Administration of the 
Swiss Federal Railways has voted a credit 
of Sw. fr. 34,700,000 for the purchase of 
1,100 box wagons, 240 four-whee! flat 
wagons, and 60 bogie flat wagons. 
A further Sw. fr. 2,100,000 will be spent 
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on two trains, each of three vehicles, 
one a 16-ton train, one a guard truck, 
and the third a diesel-electric generator 
wagon, equipped with a diesel engine of 
160 h.p. Delivery began in March of 
an order for 100 silo-wagons for the 
carriage of cereals, and is proceeding at 
the rate of four or five vehicles a week. 
In February the last remaining six-wheel 
first class coach was taken out of service. 


<a 


New Electric Multiple-Unit Stock! 


The first 3,000-V. multiple-unit electric 
train to be built in Spain was delivered to 
the National Railways on May 21. It 
was built by the Swiss-Spanish Group of 
Gestesa and its associates La Maquinista 
Terrestre y Maritima, S.A.; Material y 
Construcciones, S.A.; Industrias 
Aguirena, S.A.; and Material Movil y 
Construcciones, S.A., with the technical 
assistance of the Swiss firms Schindler 
Wagons,’ S.A.; Fabrique Suisse de 
Wagons et d’Ascenseurs, S.A.; S. A. 
Brown Boveri et Cie; and S.A. des 
Ateliers de Secheron. 

The train is the first of 143 to be built 
and is composed of three coaches with an 
overall length of 249 ft. 4 in. There is 
seating accommodation for 248 
passengers, 220 second class and 28 first 
class; the maximum speed is 68.3 m.p.h. 


FRANCE 


Punctuality of Trains 


During 1959, the percentages of 
S.N.C.F. trains on time reached the 
highest level ever attained. Of high- 
speed and express trains, nearly 89 per 
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Three-car 3,000-V. d.c. multiple-unit electric train for the Spanish National 
Railways, the first to be built in Spain 


cent throughout the year were on time 
compared with nearly 86 per cent in 1957 
and 713 per cent in 1938, while cor- 
responding figures for other passenger 
trains were 91-4 per cent, 89-3 per cent, 
and 81-4 per cent respectively. Some 
86 per cent of goods trains ran on time 
in 1959, but in this case the corresponding 
figure for 1938 was almost identical. 


Lifting of Hostel Roof at Dole 


In connection with the electrification of 
the Dijon-Vallorbe line, Dole station has 
become a junction point between three 
different types of traction, namely, 
1,500 V. d.c., 25kV single-phase, and 


steam traction. To accommodate the 
greater number of staff concerned, it was 
decided to add a third storey to the exist- 
ing hostel, and, so that the building 
could continue to be used while the 
alterations were in hand, it was decided 
to lift the roof bodily by jacks and to 
build the new storey beneath the raised 
roof. After separating the framework 
of the roof from the supporting walls, 
and strengthening it to take the stresses 
to which it would be subject, 10 jacks 
located on the walls lifted the roof in 
three days, the new floor and walls 
being subsequently constructed without 
interference to residents. 








Publications Received 


Oberbautechnik und Oberbauwirtschaft. 
(The Science and Economics of Permanent 
Way Engineering.) By Dr.-Ing. Gerhard 
Schramm. Darmstadt: Otto Elsner 
Verlagsgesellschaft. 8} in. X 6 in. 
464 pp. Illustrated with photographs and 
diagrams. Price DM.30.—The author, 
who is Oberbaureferent (Head of the 
Permanent Way Section) at the head- 
quarters of the German Federal Railway, 
ais with the subject comprehensively 
as regards German theory and practice, 
luding relatively recent developments 
h as the long-welding of rails and new 
types of mechanical equipment, and useful 
formation and hints on. the layout of 
and sleeper depots. The many 
ted data include sections of rail 
in Great Britain, France, and 
uny, and the U.S.A. The copious 
ed bibliography lists almost ex- 

ly German works. 


y Progress 1909-1959. London: 
ephenson Locomotive Society, 32 

Road, W.14. 84 in. x 5% in. 

Paper covers. Illustrated. Price 
|.—No attempt has been made in 
iblication to mark the jubilee of 
~phenson Locomotive Society, to 
omplete history of the locomotives 


this 
the : 
ive ; 


of any railway, or country. The book 
is intended simply as an index of the 
times of particular developments to help 
the reader to trace references to them 
in the Society’s Journal or in the technical 
press. Most of the space is devoted to 
the motive power of the four British 
main-line companies of 1923-47, and of 
their constituents. Brief reference is 
made to British Railways locomotives 
placed in service since nationalisation; 
to the steam and electric battery loco- 
motives of London Transport Executive 
and its predecessors; to the engines 
of Irish railways; to some _ steam 
designs overseas; condensing and tur- 
bine locomotives; and diesel and electric 
traction. 


Corrosion and its Prevention. By S. 
Ramanujam. Railway Testing & Re- 
search Centre, Indian Ministry of Rail- 
ways, Lucknow. 9}in.x6}in. 168 pp. 
Paper cover. No price stated.—This 
monograph, though issued by the Re- 
search Centre, is not an _ official 
publication. The introduction points 
out how diverse and sometimes conflict- 
ing are the many surface coatings in use. 
For instance, hardness and abrasion are 
often incompatible with the elasticity 
necessary for long life under exposure 
to sun heat. In discussing anti-corrosion 


methods adopted on railways it is stressed 
that faulty design is a major cause of 
steelwork corrosion. Conditions to be 
avoided as far as possible by the designer 
are enumerated. Electrochemical cor- 
rosion is mentioned and measures are 
recommended where joints of dissimilar 
metals are involved. The treatment of 
aluminium alloys and the merits of 
low-alloy steels, metallic coatings and 
surface preparation are all dealt with. 
Boiler corrosion also receives special 
attention. 


Thos. Cook & Son Ltd. Plans for Tours in 
1961.—Holidays in distant parts must 
be planned well in advance. Thos. 
Cook & Son Ltd. has issued a brochure 
giving details of three luxury tours in 
1961: a 12-week holiday in India, from 
555 guineas, which gives the opportunity 
of visiting Kashmir, riding on an elephant, 
and travel by “‘De-Luxe Express” from 
Delhi to Bombay ; a 16-week around- 
the-world tour, at 890 guineas, which 
includes a seven-week tour in New Zea- 
land; and a 30-day tour of the U.S.A. 
and Canada, from 298 guineas, with day 
and night rail journeys in the Eastern 
areas of both countries. The tours are 
fully escorted in New Zealand, India, and 
the U.S.A. and Canada, and membership 
of each is strictly limited. 
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Diesel-Powered Parcels Vans for British Railways 


Twin-cab vehicles of 10-ton payload arranged 
for use solo or coupled in multiple-unit trains 


[DESIGNED for a payload of 10 tons, 

a batch of 10 diesel-powered parcels 
vans is in course of delivery to the 
Western and Midland Regions of British 
Railways. 

Built by the Gloucester Railway Car- 
riage & Wagon Co. Ltd., the vans are 
fitted with a driving cab at each end and 
the control equipment is arranged for 
multiple-unit operation with other rail- 
car stock. 

The six cars for operation on the 
Western Region are fitted with the 
standard diesel railcar vestibule ends 
for through access, and the remaining 
four cars are of the non-gangway type. 








Trico - Folberth screen wipers, sun 
visors, and Smiths de-misters are fitted, 
and also, on the Midland Region cars, 
hand-pump operated screen washers. 

There is a standard adjustable up- 
holstered seat for the driver, and a drop 
seat for the guard. An electric food- 
warmer for the crew is recessed into the 
rear bulkhead. 

One Smiths combustion heater is 
fitted for cab heating and through train 
heating controls are in the guard’s com- 
partment. Loudaphone equipment is 
installed for communication between 
driver and guard. The cab doors, supplied 
by Lightalloys Limited, are all fitted 








with Beclawat balanced drop lights. 

The vehicle body is of all-steel welded 
construction of 16 g. sheet for the body- 
side and roof panels, and }-in. thick 
material for the bodyside pillars. 

The body is lined with 3-in. plywood 
and the composition floor is laid in 
Flintkote Indasco. The floor area is free of 
all obstructions and the chequer dumping 
plates in the doorways are recessed flush 
with floor level. 

Three double sliding doors in each 
side facilitate rapid loading and un- 
loading; each is fitted with one drop 
light. The sliding door gear is the 
Beclawat top-hung heavy-duty type. Roof- 




















A.C. EQUIPMENT REQUIRED 
ON W.R.CARS ONLY 


Leading particulars are as follow :— 


Length over buffers 

Width over body 

Height over roof panels 5 
Length of luggage compartment 
Bogie centres... 

Bogie wheelbase 

Wheel dia. 


Weight in working — 
Pay load—distributed . 
Test load—distributed .. 
Fuel capacity 

H.P. per car 

The cab at each end is divided to pro- 
vide a complete enclosure for the driver 
and a compartment, with access to the 
van, for the guard. 

On the flat-top knee-hole desk are 
mounted the driving controls and light 
switches, and vertically-mounted on the 
front bulkhead are the instruments and 


gauges. 





WINDSCREEN WIPERS IN BOTH SIDE 


WINDOWS AT BOTH ENDS 
WINDSCREEN WASHERS REQUIRED FOR L.M.CARS ONLY 


Elevation and plan showing leading dimensions and interior layout 
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WESTERN REGION CARS 
FITTED WITH VESTIBULE 
GANGWAY AT EACH END 
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End elevations: note variations in arrangement of four-digit route indicators 
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Interior of van showing unobstructed floor-space available and disposition of 
roof-stiffening arches 


stiffening arches are incorporated at both 
ends of each of the door frames. 

Hinged racks for small parcels, a 
letter rack, and straps for the secure 
anchorage of motor cycles are fitted at 
each end. Lighting is by seven 60-W. 
roof lamps in the van and 15-W. lamps 
in driver and guard compartments. 
Dust traps are incorporated in the B.R. 
standard roof ventilators. At the end 
of each vehicle is fitted the latest type 
of B.T.C. four-digit route indicator. 


Power Equipment 


Each car is powered by two B.U.T. 
underfloor six-cylinder diesel engines 
rated at 238 b.h.p. at 1,900 r.p.m. The 
drive is taken through a fluid flywheel 
and §.C.G. type ‘“SE4” four-speed 


epicyclic gearbox to the “‘ RF8”’ final- 
drive unit on the inner axle of each bogie. 

The mounting of the engine and trans- 
mission units and the cooling arrange- 
ment follow normal diesel railcar prac- 
tice. Graviner fire protection equipment 
is fitted over the power units, and water 
and CO, hand extinguishers are carried 
in each cab. 

Fuel oil for a range of approximately 
350 miles is carried in two 80-gal. frame- 
mounted rectangular fuel tanks. One 
tank also supplies oil for the Smiths 
heater. Battery charging is by engine- 
driven 24-V. 75-A. C.A.V. alternators 
and rectifier, the lead-acid battery being 
of 440-Ah. capacity. 

The underframe and bogies are based 
on the British Railways (Derby) standard 


ae 


711 


design, the frame being a welded fabrica- 
tion of rolled-steel channel sections. 
Rubber springs are incorporated in the 
Garrington buffers. 


Bolster-Swing Damping 


Bogies are of the swing-bolster type 
with hydraulic dampers for bolster side 
control. Driven from the axlebox is a 
Smith-Stone speed indicator and distance 
counter. W.R. automatic train control 
and sanding equipment are fitted on the 
cars for the Western Region. Provision 
is made on the London Midland Region 
cars for the installation of gear for B.R. 
automatic warning system. 

The vacuum braking system is the 
Gresham & Craven quick release 
type, with a hand-parking brake in each 
of the guard compartments. 

Sub-contractors include the following:— 
Power equipment, trans- British United Traction 

mission and controls Limited 
Vacuum brake equipment Gresham & Craven Limited 
Loudaphone apparatus Clifford & Snell Limited 
Windows and doorgear Beckett, Laycock & 

Watkinson Limited 
Lightalloys Limited 
Garringtons Limited 
C.A.V. Limited 
Smiths Industrial 
ments Limited 
S. Smith & Sons (England) 

Ltd. 

A. W. Chapman Limited 


Jonas Woodhead & Sons 
Ltd. 


Cab doors 

Buffers a om 

Generator and rectifier... 

Speedometer and distance 
indicator 

Combustion heater 


Instru- 


Seating ... ase 
Hydraulic dampers 








TESTING DiEsEL-HYDRAULIC LOCOMOTIVES.— 
Two complete test cells for testing the 
engines and transmissions of main-line diesel- 
hydraulic locomotives are to be installed at 
the Swindon works of British Railways, 
Western Region. The cells are being designed 
and built by Heenan & Froude Limited, 
Worcester, to the requirements of Mr. 
R. A. Smeddle, Chief Mechanical and 
Electrical Engineer, Western Region. Each 
will be equipped with a Heenan Dynamatic 
dynamometer of 2,500 b.h.p. One will be 
used for testing the Bristol-Siddeley Maybach 
diesel engines of ‘“‘Warship” Class 2,200-h.p. 
B-B locomotives and the other for testing 
Stone-Maybach Mekydro hydraulic trans- 
mission units by means of a slave engine. 


Western Region diesel parcels van with vestibule gangway. Note the three top-hung double sliding doors 
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Air-Operated Tipping Wagon 


Robust design of all-steel construction 
with smooth floor, for one-man operation 


Wagon in tipping position, showing compressed-air cylinders 


FLCONOMY in manpower and operat- 
ing costs are primary considerations 
in the design and construction by the 
Magor Car Corporation, New York, 
of air-operated tipping wagons for 
railways and industrial plants in the 
U.S.A. The “air dump car,” as it is 
called, with its side-tipping body dumps 
the load outside the track and to either 
side. The dumping action completely 
empties the wagon without the need of 
staff to clean it by hand. The low centre 
of gravity affords maximum stability. 
The wagons are of all-steel construc- 
tion. They are designed and constructed 
to stand up under rough treatment with a 
minimum of maintenance. Tapered body 
ends and double plate construction across 


the load-carrying members provide ample 
strength. All parts are liberally propor- 
tioned. The structural members and 
wearing parts requiring added strength 
are made of alloy steel. 

The floor is from #-in. thick low-alloy 
tough steel plate secured to the cross- 
beams. It is completely smooth. No 
rivet heads or other projections protrude 
from the floor, ends, or doors to interfere 
with the dumping of loads. 

The floating-type doors are opened 
by gravity rather than positive action so 
as to permit them to stop at any position 
in case external obstructions prevent 
full opening. Made in a wedge-shape 
design with bulb angle at the top, they 
can stand rough usage. 


The door control mechanism brings 
the down door parallel with the floor 
at 30-deg. tipping position, so preventing 
the materials from piling on the door 
during the last half of the dumping 
stroke. From 35 deg. to the full dump 
position of 50 deg. the door is 8 deg. 
beyond parallel. 


Tipping Operation 

The compressed air for dumping 
operation is supplied either by the 
locomotive or other compressor. As 
the operating lever is pulled, the operating 
valve opens on the operator’s side, to 
permit entry of air into the cylinders 
and raise the body away from the 
operator. As the tilting of body starts, 
the valve operating mechanism on the 
opposite side of the wagon from operator 
becomes locked, preventing the cylinders 
on the side to which car is dumped, to 
be charged. Replacement of the lever in 
its original position brings the wagon 
back into its normal state. 

Both single and multi-dump operations 
are handled by only one lever. The 
operating lever is fully protected by an 
end sill platform. The dump operating 
rod is spring-loaded to prevent accidental 
dumping. Poppet-type control valves 
ensures smooth operation. 

The cylinders are of all-welded steel 
construction. The cylinder wall of the 
exterior piston is made of }-in. low-alloy 
high-tensile steel. The swivel head on the 
dump cylinder allows full operation in 
the event of humping or twisting due to 
accident. 

The air systems for dumping and 
braking are entirely separate. The car 
is equipped with power hand brakes. 
Safety appliances comply fully with 
the requirements of the Interstate Com- 
merce Commission. 


Air-operated tipping wagon for the Atchison, Topeka & Santa Fe Railway. Control lever is on end platform (le/‘) 
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Proposed Marshalling Yards at Shrewsbury and Gloucester 


Complementary yards at vital focal points will facilitate quicker and 
easier goods handling, and effect substantial financial economies 


THE British Transport Commission 

Bill now before Parliament includes 
requirements for new marshalling yards 
it Shrewsbury and Gloucester. These 
yards are complementary to each other 
in more ways than one. 

In the first place they are designed to 
complete Western Region requirements 
for yards of this type. 

In the second place, both of the new 
yards will be situated at vital focal points 
in connection with both local and inter- 
regional requirements. 


Areas Covered 


Shrewsbury is designed to serve the 
northern area of the Western Region and 
to act as a collecting ground for traffic 
passing between that Region and the 
northern half of the London Midland 
Region via the junctions at Stafford, 
Crewe, and Chester. 

Gloucester is designed to serve the 
south-western and western areas of the 
Western Region and to deal with traffic 
passing between that Region and the 
southern part of the London Midland 
Region via the junctions at Birmingham, 
Banbury, and Bletchley. 

In addition, the Gloucester yard will 
also cater for through traffic passing 
between the northern half of the Western 
Region and the western part of the 
Southern Region. 

Secondly, both Shrewsbury and Glou- 
cester are to be of similar design. Both 
will be two-way yards intended to be used 
with equal facility in each direction and 
both consist of a group of 48 marshalling 
sidings served by reception sidings and a 
hump at one end and departure sidings 
at the other. In each case, half the 
reception sidings will be restricted to use 
in one direction only, but the departure 
sidings will be equally available in both 
directions. 


Subsidiary Yards 

A subsidiary yard is also proposed at 
both Shrewsbury and Gloucester for 
secondary sorting of traffic which has 
passed through the main yard and for 
the handling of express freight trains 
which require to exchange marshalled 
S€ctions. 

T ese subsidiary yards will be available 
for operation in both directions. In 
add ion, there wiil be the usual facilities 
for ‘he repair of wagons and tran- 
ship nent of loads when this becomes 
hece sary. In each case, road facilities 
will be available at the transhipping 
Poin: so that the onward journey can be 
com; ieted by road. 

_ A diesel locomotive depot has been 
Meoroorated in the design of both 
Marsialling yards. 

Another essential link between the 
‘wo -ards is the fact that the surplus 
€x€avtion at Shrewsbury is required 
‘0 provide much of the imported filling 
quired at Gloucester. 


SHREWSBURY (WALCOT) 
1. Traffic Flows 


The proposed marshalling yard for 
Shrewsbury will be situated at Walcot 
on the line between Wellington and 
Shrewsbury just to the north-west of the 
junction with the Wellington/Crewe line. 
A new chord line to this is to be provided 
to give access to the marshalling yard. 

The northern area of the Western 
Region, which will be served by the new 
yard, is at present catered for by a number 
of yards at Wolverhampton, Shrewsbury, 
Wrexham, and Chester. None of these 
yards is capable of handling the traffic 
for the whole area and, in consequence, 
it is necessary to stage wagons from yard 
to yard. This not only delays their 
journey, but involves heavy marshalling 
yard costs. 

Similarly, because there is no one 
yard which can handle the traffic ex- 
changed between the Western and London 
Midland Regions, the number of through 
trains which can be put together in 
either Region is very limited and the 
majority of the traffic must be staged 
through the Western Region yards re- 
ferred to above and the London Midland 
Region yards at Stafford, Crewe, and 
Chester. The few through trains which 
are possible at present have amply demon- 
strated the advantages to be gained by 
disregard of regional boundaries and the 
collection of traffic together so as to form 
trains to run over long distances with- 


out the necessity for re-marshalling. 

The new yard at Walcot is well situ- 
ated for this purpose. It will collect the 
traffic flows from South and West of 
England, South Wales, Gloucester, Bir- 
mingham and the Black Country, Cen- 
tral Wales, Hereford, Shrewsbury, Wrex- 
ham, and Chester in the Western Region, 
and from Scotland, Lancashire, North 
Wales, West Riding, the North-East 
Coast, and Staffordshire via the London 
Midland Region lines. The ability to pass 
both local and inter-Regional traffic 
through this one yard will enable all these 
areas to be served by direct trains. 


Long-distance Freight 


At the same time, it is envisaged that 
long-distance express freight trains run- 
ning between the concentration depots 
also planned will be able to call at Walcot 
and exchange marshalled sections of 
traffic in the subsidiary yard. By this 
means, through trains can be provided 
between one concentration depot and 
another without fear of light loading. 


2. Lay-out 


The position for the yard has been 
chosen both with regard to the junctions 
governing the traffic flows and the suita- 
bility of the land. The layout of the lines 
at Shrewsbury makes it possible for 
traffic passing between the new yard 
and South Wales to avoid Shrewsbury 
station altogether, while the provision of 
the new chord giving access to the Wel- 
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lington—Crewe line will make it possible 
for trains to and from Crewe to run either [ { 
via Market Drayton or via Shrewsbury. ‘a! 3 
To reduce crossing movements, it is —  - 
proposed to divert the down main line 
from Wellington to Shrewsbury to make 
a wide sweep south of its present location 
and thus enable the yard to be built 
between the passenger lines. Reception 
sidings will be constructed at the Welling- 
ton end of the yard with direct connec- 
tions to the up and down main lines. 
Engine release lines, which avoid in- 
coming locomotives passing over the 
hump, are provided at both ends of the 
reception sidings. 


Retarders 


Two primary and six secondary retar- 
ders will be provided, and the control 
tower will be on the north side of the 
yard. The engine release line will be 
placed south of the group of marshalling 
sidings with the up arrival and up de- 
parture lines on the north side. Careful 
consideration has been given to the need 
for providing a flyover junction to avoid 
confliction between up trains running 
to the reception lines and those departing 
from the departure sidings. It was found 
that, with modern signalling techniques, 
the likelihood of delays arising from this 
confliction was not sufficient to justify the 
considerable expenditure which would 
have been necessary to provide a flyover 
bridge and its approaches. 

The departure sidings will be formed in 
two groups of nine which can be used 
equally well in both directions. 

Two up loop lines with access to the 
yard and departure sidings are proposed 
immediately north of the departure group 
to enable up trains, which require only 
to attach or detach a few wagons to 
call and do this work without con- 
flicting with the other yard movements. 


Sidings and Subsidiary Yard 

Wagon repair and tranship sidings 
and the subsidiary yard will be placed 
on the south side of the hump. Wagons 
for these sidings will be withdrawn 
from the outlet end of the four southerly 
sorting sidings and propelled back over a 
long shunting neck provided for the 
purpose. The shunting for the subsidiary 
yard will be done over a knuckle at the 
Shrewsbury end and a separate group of 
reception sidings is provided adjacent 
to the down main line for use by express 
freight trains. Up trains requiring to use 
the subsidiary yard will pass over the 
down main line for a short distance on 
which two-way signalling will be pro- 
vided. Trains departing from the sub- 
sidiary yard will be provided with direct 
access to both up and down main lines. 

The space on the north side of the 
hump will be used for a diesel locomotive 
servicing depot. It is not intended that 
diesel locomotives shall be maintained 
at this depot, but facilities will be avail- 
able for fuelling, examination and other 
intermediate attention. In view of the 
close proximity of this yard to the re- 
gional boundary, it is hoped that it will 
be possible to work the trains to and from 
the London Midland Region with loco- 
motives based in that Region while 
Western Region services will be worked 
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by locomotives allocated to other Western 
Region depots. 


GLOUCESTER 
1. Traffic Functions 


This yard will be located at Brook- 
thorpe on the short stretch of line where 
the Birmingham-Bristol and Swindon- 
Gloucester routes run parallel. As in 
the case of Shrewsbury, there is no yard 
in this area of the Western Region where 
the whole of the traffic can be collected 
together. Before nationalisation, the Lon- 
don Midland & Scottish Railway ran 
a number of through trains on the Bir- 
mingham-Bristol line which avoided the 
marshalling yards in Birmingham itself, 
but none of these trains ran beyond 
Bristol nor to any marshalling yard in 
South Wales. Similarly, the Great West- 
ern Railway provided through services 
over its own route. 

After nationalisation, when the whole 
of the lines came under the administra- 
tion of the Western Region, it was impos- 
sible to make any substantial alteration 
to these long-standing practices as there 
was no marshalling yard which could 
accommodate the whole of the traffic. 
Indeed, neither of the railways pre- 
viously concerned had had any one yard 
large enough to accommodate the whole 
of its own traffic passing through this 
area and this was divided up between 
smaller yards in the Cheltenham, Glouces- 
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ter, Bristol, and South Wales localities. 

The new yard is designed to serve as a 
collecting point for traffic passing between 
the northern part of the Region and 
Bristol and South-West England on the 
one hand and the Newport and Cardiff 
districts on the other. The inter-regional 
traffic to and from these areas will all be 
collected at Gloucester to enable through 
trains to be made up to and from mar- 
shalling yards on the London Midland, 
Eastern, and North Eastern Regions, as 
appropriate. This will avoid exchange via 
the junctions at Bordesley and Banbury. 

Direct services will be operated to all 
important Western Region depots in the 
area served from Gloucester. 


Less Pressure on Severn Tunnel Junction 


In addition to eliminating a number of 
small yards, the new yard at Gloucester 
will reduce the pressure on Severn 
Tunnel Junction and enable an adequate 
service to be provided for increased 
traffic expected to be handled as a result 
of the industrial development now taking 
place in South Wales and Monmouth- 
shire. 


2. Lay-out 


As explained above, Brookthorpe yard 
will be in a strategic position where the 
Birmingham-Bristol and  Swindon- 
Gloucester lines run parallel for a short 
distance. The yard will be placed on the 
east side of the four lines concerned and 
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a new junction will be built at the south 
end of the yard to replace Standish Junc- 
tion and, at the north end of the yard, 
to replace Tuffley Junction. The Up and 
Down Bristol lines will become the 
passenger lines through Gloucester and 
the Swindon lines will be used by freight 
trains. 


Gloucester Passenger Traffic 


In consequence, the whole of the 
passenger service through Gloucester can 
be centred at Gloucester (Eastgate) 
Station with the exception of the 
Birmingham-South Wales service, which 
will continue to run through Gloucester 
(Central). It is also intended to use 
Central Station as the main parcels 
depot. 

Freight trains using the Swindon lines 
will by-pass the passenger stations with 
the exception of trains which require to 
run via Central Station to South Wales. 
To reduce the occupation of the 
Gloucester junctions involved by this 
route, the Severn Bridge is being strength- 
ened and the line will be re-signalled to 
enable freight trains between Brookthorpe 
and South Wales to run via Berkeley 
Road as well as via Gloucester (Central). 

Sixteen reception lines will be provided 
at the Bristol end of the yard with an 
engine release line from each end which 
can be used without traversing the 
hump. All the reception lines can be 
entered from the Bristol end, but eight 
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only from the Gloucester end. The 
hump will be built with a control tower 
on the east side, giving entrance to 48 
sorting sidings served by two primary and 
six secondary retarders. 

At the Gloucester end of the yard, 
16 departure sidings will be built for use 
in both directions. Arrival and departure 
lines will be situated to the east of the 
yard and will cross on the level as has 
been planned at Walcot. 

Sidings and Subsidiary Yard 

The wagon repair and tranship sidings 
will be provided at the outlet end of the 
hump yard on the west side with direct 
access from the marshalling sidings. 
Adjacent will be the subsidiary yard for 
secondary sorting and for handling 
express freight trains. The traffic from 
the yard will be drawn out of the mar- 
shalling sidings at the outlet end where 
the shunting engine will run round and 
draw the wagons on to the shunting neck. 
Separate reception lines are available from 
the main lines on the west side of the 
subsidiary yard. This yard will be 
provided with a knuckle at the Bristol 
end and trains will be able to arrive and 
depart with equal facility in both direc- 
tions. 

A maintenance depot for diesel loco- 
motives will be built west of the hump 
itself. This will be the principal mainten- 
ance depot for diesel-electric locomotives 
in the Western Region. The inter- 
Regional trains will be worked indis- 
criminately by diesel-electric locomotives 
based on whichever Region is most 
convenient and, for this reason, it has 
been decided to construct the mainten- 
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ance depot at Brookthorpe for this type 
of locomotive. 
Civil Engineering 

As has been explained, the construction 
of both these yards should proceed 
simultaneously. Walcot will produce 
approximately 450,000 cu. yd. of surplus 
excavation while Brookthorpe will re- 
quire approximately 600,000 cu. yd. of 
imported filling. It is proposed to run 
a shuttle service of engineering trains 
between the two sites during construction 
so that the surplus of one can be used to 
make good the deficiency at the other. 
This will not only have the advantage of 
reducing the cost of construction, but 
will avoid sterilising land unnecessarily 
either by dumping or excavation. 

Each yard will require approximately 
38 miles of plain line and 250 fittings. 
The detailed design and gradients will be 
decided on the experience gained from 
the Western Region yard at Margam 
and the above calculations are based on 
the assumption that there will be no 
radical departure from what has been 
provided there. 

As a result of experience at Margam, 
it is proposed to provide the Yard Mas- 
ter’s Office in the control tower. The 
distance at which men are working from 
each other does not favour the provision 
of central messing accommodation and 
each group will have its own amenity 
block in the usual way. 

The lighting installed at Margam has 
proved excellent up to the present 
although it has not yet been possible to 
test it in foggy conditions. Similar 
lighting will be provided at both Walcot 
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and Brookthorpe, subject to any modi- 
fications which further experience at 
Margam shows to be advantageous. At 
the request of the local authorities, 
trees will be planted to screen both yards, 
especially the tall lighting towers, from 
the surrounding country as far as it 
is possible to do this. Access roads and 
car parks will be provided for all the 
amenity buildings, control tower, the 
diesel depot, the carriage and wagon 
and tranship sidings. 
Signalling 

The method of operation of the 
retarders and signal equipment for both 
yards will follow similar principles to 
those adopted for the installation at 
Margam. The signals and points on the 
reception lines and at the hump end of 
the yard will be controlled from one side 
of the panel in the control tower, the 
other side of which will control the 
retarders and the points giving access 
from the hump to the marshalling sidings. 

The signals and points at the outlet 
end of the yard, the departure sidings, 
the interior running lines and the junc- 
tions with the main running lines will be 
controlled from a panel box to be pro- 
vided at the outlet end of the marshalling 
sidings. The control of the main-line 
junctions at each end of the yard from 
these panels will be a temporary measure 
only as it is intended that the whole of 
the main running lines at Walcot will 
ultimately be controlled from a panel at 
Shrewsbury and those at Brookthorpe 
from a panel at Gloucester, leaving 
yard working only to be controlled 
locally. 








Lightweight Tools for Ballast Tamping 


Petrol engine-driven equipment adapted 
for special application in Germany 


ALTHOUGH there is quite a variety 
of rail-borne track maintenance 
machines at the disposal of railway 
engineers in Great Britain and abroad, 
there seems to be a growing field of 
application for portable hand-operated 
tools. 

The rail-borne machine is_ really 
limited to traffic-free tracks of some 
length; and even though a number of 
pneumatic or electrically-driven hand 
tools have come on to the market in 
recent years, some are relatively heavy 
and the trailing hoses or cables constitute 
something of a hazard, particularly on 
busy lengths of track. 

Elimination of Trailing Hoses 

There is a portable pneumatic tool 
coming into increasing use which incor- 
porates its own two-stroke motor, and 
thus needs neither air hose nor cable. 
It weighs only 53 lIb., and can conse- 
quently be lifted clear of the line with 
ease when a train approaches. It has been 
proved, particularly in Germany, to be 
well suited to track maintenance work, 
notably ballast tamping. 


Basically, this tool is the Atlas Copco 
Cobra portable drill; by small modifica- 
tions it has been adapted for ballast 
tamping. Its great advantage is that it 
was designed from the outset as a one- 
man tool and it has been well proved all 
over the world as a rock drill, post- 
holing tool, spade hammer and rammer. 
The ballast tamping version can be 
quickly converted to do any of the other 
jobs on the railway if need be; equipped 
with a breaker bit, it can be used for 
breaking up old ballast beds or cutting 
asphalt surfaces. 

When used for ballast tamping, the 
Cobra rests against the operator’s thigh; 
some men wear a leather protector on the 
appropriate knee. There is no need for 
the operator to bear down on the handle, 
for excess pressure will not improve the 
performance of the machine at all. 


Ignition Equipment 
Equipped with a pull type starter, the 
Cobra has flywheel magneto ignition 
for which the coil and condenser are 
impregnated against damp. Petrol is 
admitted to the carburettor by a valve 


instead of a float and there is a suction 
filter. A set-screw on the carburettor 
controls the fuel supply. Both motor and 
percussion pistons work within the same 
cylinder bore. The engine piston also 
compresses the air which passes to the 
underside of the striking piston, thus 
returning it to the firing position. The 
machine runs at a nominal speed of 
2,300 blows per min. 

In three months’ continuous operation 
a Dusseldorf track-building contrac‘or 
has had a constant record of 330 ys. 
of track laid per shift by an eight-man 
team using Cobras, a 50 per cent :m- 
provement upon the results obtained w ith 
alternative hand-operated tools. The 
exhaust gases are not considered to 
cause any risk in the open air and ‘he 
noise of the engine can be silenced so 
that it is usually less than that crea‘ed 
by the tamping operation itself. 

At Untergrombach station on a main 
line of the German Federal Railway, 
where there is a train sequence of about 
8-12 min., 108 metres of open track with 
wood sleepers was raised 2-3 cm. by 
normal tamping with four Cobras in 3} hr- 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. M. K. Mohiuddin, Chief Operating 
Superintendent, North Western Railway, 
Pakistan, who, as recorded in our April 8 
issue, has been appointed General Manager, 
Eastern Bengal Railway, began his railway 
career with the Great Indian Peninsula 
Railway, in 1931, as Assistant Traffic 
Manager. He attended the 13th session of 
the International Railway Congress in Paris, 
in 1937 as a delegate of the G.I.P.R. Two 


Mr. M. K. Mohiuddin 


Appointed General Manager, Eastern Bengal Railway 


years later he was promoted to be Divisional 
Traffic Manager. In 1947 he was appointed 
Roa’ Transport Manager. On his opting 
for Pakistan after partition he was posted to 
the Kailway Division, Karachi, as Deputy 
Director (Traffic). Later, he officiated as 
Joint Director (Traffic). In 1948 he trans- 
ferred to the Transport Division, Ministry 
of Communications, Government of Pakis- 
tan, Deputy Secretary. Mr. Mohiuddin 
joimec the Eastern Bengal Railway in 1949, 
a8 Deputy General Manager (Port). Four 
montis later he became Deputy General 
Mane -cr (Personnel), and subsequently took 
over as Deputy Chief Traffic Manager 
(Commercial). He was promoted to be Chief 
Manager in 1953. In August, 1951, 
»hiuddin visited U.S.A. for Leader 

t training under President Truman’s 

our Programme for Economic Aid 
veloped Countries. He was trans- 

the North Western Railway in 1956 
Commercial Manager, and became 
)perating Superintendent in 1957. 
viohiuddin was a member of the 


commission, appointed by the President of 
Pakistan, to examine the location of the 
capital of Pakistan. 


Mr. R. B. Lal has been appointed an 
Additional Member (Commercial), Indian 
Railway Board. He replaces Mr. S. R. 
Kalyanaraman, who is retiring. 


J. McL. Marshall has been appointed 
Manager, Integrated Data Processing Organ- 
isation, Canadian Pacific Railway. 


Mr. Ataullah Khan Chaudry, B.sc., who, 
as recorded in our April 8 issue, has been 
appointed Chief Engineer, Eastern Bengal 
Railway, Pakistan, was born in 1905. . He 
went to Maclagon Engineering College, 
Moghalpura, Lahore, and later to Kings 
College, Durham University, Newcastle-on- 
Tyne, where he took his B.sc. degree in 
Civil Engineering. He joined the Bengal 
Nagpur Railway, in 1936, as an Assistant 
Engineer. In 1945 he was appointed a 
District Engineer, and in 1947, at the time of 
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Mr. Ataullah Khan Chaudry 


B.T.C. APPOINTMENTS 

The British Transport Commission has 
announced the following appointments :— 
Office of the Traffic Adviser 

Mr. N. R. F. Geiger, Head of Staff 
Section, D.T.M.O., Paddington, Western 
Region, as Assistant. 

British Railways Central Staff 

Traffic Department:—Mr. G. H. Young, 
Modernisation & General Assistant, Line 
Traffic Manager’s Office (G.E.), Liverpool 
Street, Eastern Region, as Assistant Operat- 
ing Officer; Mr. A. Roberts, Chief Distri- 
butor, Freight Rolling Stock Section, as 
Assistant Freight Rolling Stock Officer 
(Distribution). 

Electrical Engineering Department :— Mr. 
A. H. Cole, Senior Technical Assistant 
(Systems), as Senior Technical Assistant 
(Power Supply), (redesignated). 


Mr. F. W. Austin has been appointed 
Assistant Chief Stores Superintendent, 
Rhodesia Railways, in place of Mr. L. H. 
Langworthy who is retiring. 


Appointed Chief Engineer, Eastern Bengal Railway 


Independence, was in 
Chakardharpur District. He opted for the 
Pakistan Railways, and was posted as 
Divisional Engineer, North Western Railway, 
Karachi. In 1950 he was transferred to 
Lahore. Shortly after, Mr. Chaudry was 
appointed Deputy General Manager, North 
Western Railway. About eighteen months 
later he became Engineer-in-Chief, Survey & 
Construction, N.W.R. He was responsible 
for the construction of the Marden- 
Charsadah line, the gauge-conversion of the 
Jacobabad-Kashmara section, and other 
projects. Mr. Chaudry joined the Eastern 
Bengal Railway in 1957, as Deputy General 
Manager (Works), and a few months later 
he was appointed Engineer-in-Chief, Port 
Construction, and at the same time held the 
position of Chief Engineer of the Commis- 
sioners for the Port of Chittagong. In 1958, 
he was appointed Deputy General Manager 
(Planning), and prepared the Second Five 
Year Plan. Subsequently, he took over as 
Controller of Stores. Eight months later he 
returned as Deputy General Manager. 


charge of the 





Mr. J. A. Kruger 


Appointed Assistant General Manager (Staff), 
South African Railways 


Mr. J. A. Kruger, M.Inst.T., Assistant 
General Manager (Operating), South African 
Railways, who, as recorded in our April 22 
issue, has been appointed Assistant General 
Manager (Staff), joined the railway service 
in 1930 at Pretoria as a Transportation Pupil. 
He became Chief Clerk (Operating), Johan- 
nesburg, in 1946; Assistant Superintendent 
(Operating Research) in 1947; Superintend- 
ent (Operating) in 1950 and Superintendent 
(Operating, Research & Investigation) in 
1951. The following year he was appointed 
Administrative Secretary in the office of the 
Minister of Transport, Pretoria. In 1953 
he returned to Johannesburg as Chief 
Superintendent (Operating), and in 1955 was 
appointed Assistant General Manager 
(Operating). Mr. Kruger was a member of 
the Overseas Mission in 1946. The position 
which he now takes up has remained un- 
filled since the appointment of Mr. J. P. 
Hugo as Deputy General Manager in May 
last year, which was recorded in cur May 27, 
1959, issue. 


Mr. N. L. Collins 


Trains Assistant, Waterloo, Southern Region, 
1958-60 
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Mr. P. G. Joubert 


Appointed Assistant General Manager 
(Operating), South African Railways 


Mr. P. G. Joubert, Assistant General 
Manager (Commercial & Road Transport), 
South African Railways, who, as recorded 
in our April 22 issue, has been appointed 
Assistant General Manager (Operating), 
joined the railway service in 1929 as a Trans- 
portation Pupil. He has had many years’ 
experience in the Operating Department, and 
was also System Manager, Johannesburg, 
and System Manager, Pretoria. With the 
managerial reorganisation in 1954, he was 
appointed Assistant General Manager (Road 
Transport & Special Duties), a position later 
redesignated Assistant General Manager 
(Commercial & Road Transport). 


Mr. N. L. Collins, A.M.Inst.T., Trains 
Assistant, Waterloo, Southern Region, British 
Railways, who, as recorded in our May 20 
issue, has retired, began his railway career 
with the former South Eastern & Chatham 
Railway in 1911. After training in Kent, 
he joined the Northern District Superinten- 
dent’s staff in 1913 and in 1924 became a 
member of the Divisional Operating Super- 
intendent’s staff at Dover. In 1930, when the 
Divisional offices were re-organised, Mr. 
Collins moved to the London (East) Div- 
isional Superintendent’s staff London Bridge. 
In 1935 he became Senior Relief Station- 
master for the London (East) Division, and in 
1939 took charge of the rail communications 
to and from Woolwich Arsenal. Mr. Collins 
was appointed Assistant for Freight Working 
to the London (East) Divisional Super- 
intendent in 1940. In 1941 he was made Assis- 
tant to the London (East) Divisional Super- 
intendent for Rules & General Subjects, and, 
in 1942, he became Assistant for Commercial 
Purposes. In 1944 he moved to Southampton 
as Assistant Divisional Superintendent, 
Southern Division, in connection with traffic 
for D Day and the subsequent operations. At 
the end of the 1939-45 war, Mr. Collins 
became Commercial Assistant, Southern 
Division. He was appointed Senior Assistant 
Divisional Superintendent, Orpington, in 
1947, and District Traffic Superintendent, 
Exeter Central, in 1952. He was promoted 
to the position of Trains Assistant in the 
office of the Assistant’ General Manager 
(Traffic), Southern Region, in 1958. Mr. 
Collins is a former President of the Western 
Section of the Institute of Transport. He is 
also a Director of the Southern and Western 
National omnibus companies. 
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Mr. R. H. Tarpey 


Appointed Assistant General Secretary 
(Commercial & Road Transport), S.A.R. 


Mr. R. H. Tarpey, System Manager, 
Johannesburg, South African Railways, who, 
as recorded in our April 22 issue, has been 
appointed Assistant General Secretary (Com- 
mercial & Road Transport), joined the 
South African Railways as a junior cierk in 
1923 and served at various centres. With 
the formation of the House Ownership 
Scheme he was transferred to that section 
and became Secretary of the Central Housing 
Board in 1944. Mr. Tarpey was appointed 
Administrative Secretary to the Minister 
of Transport in 1945. He later became Chief 
Superintendent (Parliamentary) and was 
promoted to be System Manager, Windhoek, 
in 1954. He was appointed System Manager 
at Bloemfontein in 1955, and at Johannes- 
burg, in 1956. 


Mr. G. R. Chrimes, A.M.I.Loco.E., 
Train Running Assistant to the Motive Power 
Officer, Waterloo, Southern Region, British 
Railways, who, as recorded in our May 20 
issue, has been appointed Trains Assistant, 


# 


Mr. G. R. Chrimes 


Appointed Trains Assistant, Waterioo 


Southern Region 
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| 
Mr. L. B. Unwin 


Vice-President of Finance, Canadian Pacific 
Railway, 1935-60 


Waterloo, was educated at Dulwich College 
and Croydon Polytechnic. Mr. Chrimes joined 
the Southern Railway in 1940 as a premium 
apprentice at Brighton Works. His appren- 
iceship included a period in the locomotive 
testing section, the drawing office and in 
naterials inspection in the Midlands and 
South Wales. In 1946, he was appointed 
Junior Assistant Foreman, Nine Elms 
Motive Power Depot, and, in the following 
year, Locomotive Foreman, Basingstoke. 
1948, he took up a similar appointment at 
Barnstaple, and, in 1949, became Locomotive 
Shedmaster, Perth, Scottish Region. In 
1951, Mr. Chrimes went to March, Eastern 
Region, as Locomotive Shedmaster, and, in 
September, 1954, he was appointed Assistant 
District Motive Power Superintendent at 
Chester. Two years later he returned to the 
Southern Region and was appointed Assis- 
it District Motive Power Superintendent, 
Woking. He became Acting Mechanical 
\ssistant in January, 1958, and was appointed 
rain Running Assistant to the Motive 
wer Officer, Waterloo, a year later. 


Vir. L. B. Unwin, M.C., Vice-President of 
ance, Canadian Pacific Railway, who, as 
rded in our May 20 issue, has retired, 
born in England, and joined Canadian 
ific Railway nearly 52 years ago as a 
in Chapleau, Ontario. He served 
the Canadian Expeditionary Force in 
1914-18 war, being awarded the Military 
ss and was twice mentioned in dispatches. 
irning to the railway after the war, Mr. 
in moved to Montreal as a statistician. 
became Assistant Comptroller in 1928 
Comptroller four years later, the position 
held when appointed Vice-President of 
ince in 1935. Mr. Unwin played an 
rtant part in the formation of Canadian 
ic Airlines, when, as President of the 
ne and Vice-President of finance for the 
it company, he negotiated the purchase 
eral small air routes in Canada to form 
ucleus of the present system. 


r. James Masters, C.V.O., Assistant 
President of Finance, Canadian Pacific 
vay, who, as recorded in our May 20 
has been appointed Vice-President of 
nce, comes from London. He went to 
da in 1957 as Assistant Vice-President 
nance, Canadian Pacific Railway, after 
37 years with Baring Bros. & Co. Ltd., 
hant bankers. For ten years he was 
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Mr. J. Masters 


Appointed Vice-President of Finance, 
Canadian Pacific Railway 


Secretary to Lord Revelstoke, and in 1929 
became Assistant to Sir Edward Peacock. 
From 1954 to 1957, Mr. Masters was 
Assistant to Lord Ashburton. He was 
created C.V.O. for special services rendered 
during and after the 1939-45 war. Mr. 
Masters is a liveryman of the Tallow 
Chandlers’ Company, a member of the Guild 
of Freemen of the City of London and of the 
United Wards Club. 


Mr. W. H. Underwood, M.B.E., 
A.M.I.Loco.E., District Motive Power Super- 
intendent, Glasgow (South), Scottish Region, 
British Railways, who, as recorded, in our 
May 20 issue, has retired, joined the former 
North British Railway as a fitter in the 
Mechanical Engineers’ Department at Burnt- 
island in 1919. After service in the Loco- 
motive Running Department at Kipps 
(Coatbridge), Mr. Underwood was appointed 
Shedmaster, Helensburgh, in 1931, and three 
years later became Shedmaster, Stobcross. 
In 1939 he was appointed Headquarters 


Mr. A. Haworth 


Appointed District Commercial Manager, 
Dundee, Scottish Region 


Photo: [Lafayette 


Mr. W. H. Underwood 


District Motive Power Superintendent, 
Glasgow (South), 1953-60 


Technical Inspector, Motive Power Super- 
intendent’s Office, Edinburgh, and in 1941, 
Assistant District Locomotive Superintend- 
ent, Western District, Glasgow. After 
nationalisation of the railways he became 
Assistant District Motive Power Superin- 
tendent, Glasgow (North), and in 1951, he 
was appointed Assistant to the Motive 
Power Superintendent (Maintenance), Scot- 
tish Region. In 1953, he became District 
Motive Power Superintendent, Glasgow 
(South), the position from which he retired. 
Mr. Underwood served for four years in 
France with the Royal Engineers in the 
1914-18 war and in the 1939-45 war was in 
command of the Eighth City of Glasgow 
(L.N.E.R.) Home Guard Battalion. He was 
awarded the M.B.E. in 1941. 


Mr. A. Haworth, Assistant District Goods 
Superintendent (General), Newcastle, Eastern 
Region, British Railways, who, as recorded 
in our May 20 issue, has been appointed 
District Commercial Manager, Dundee, 
joined the former Lancashire & Yorkshire 
Railway as a junior clerk in 1917. He moved 
to the Continental Office, Euston, in 1928, 
and to the District Goods Manager’s Office, 
Derby, in 1931. From 1933 Mr. Haworth 
occupied various positions in the Birmingham 
area, and he volunteered for military service 
in 1942, attaining the rank of Major in the 
Royal Engineers. He returned to Bir- 
mingham in 1946 and in 1948 he was 
appointed Goods Agent, Blackpool. Moving 
to Bristol in the same capacity in 1949, he 
later that year was appointed Agent for 
Accounts, District Goods Manager’s Office, 
Birmingham. In 1953 he became Assistant 
to District Goods Superintendent, Wolver- 
hampton. He-was appointed Assistant Dis- 
trict Goods Manager (General), Newcastle, 
in 1955. Later redesignated Assistant District 
Goods Superintendent (General), Newcastle. 


Lt.-Col. P. M. Brooke-Hitching has retired 
from the Chairmanship and from the Board 
of the London and Westminster Investment 
Trust. 


Professor Y. M. Kolotyrkin, U.S.S.R.; 
Professor P. Lacombe, France; Professor 
H. H. Uhlig, U.S.A.; and Dr. U. R. Evans, 
United Kingdom, have been appointed 
Plenary Lecturers at the First International 
Congress on Metallic Corrosion, London, 
April, 1961. 





720 


Birthday Honours List 
The following is a selection of Birthday 
Honours of transport interest :— 


Viscount 
Field Marshal Sir William Slim, formerly 
Deputy Chairman, Railway Executive. 


Baron 
Mr. B. Sanderson, formerly President, 
British Employers’ Confederation. 


Privy Councillor 
Mr. F. J. Erroll, Minister of State, Board 
of Trade. 


Knights Bachelor 

Mr. F. Bower, President, Association of 
British Chambers of Commerce. 

Mr. P. L. Hunting, Chairman, Hunting 
Group of Companies. 

Mr. R. H. Jessel, lately Deputy Chair- 
man, Export Credits Advisory Council. 

Mr. W. H. McFadzean, President, 
Federation of British Industries. 


C.B.E. 

Mr. T. E. Allibone, Director, Research 
Laboratory, Associated Electrical Industries 
Limited. 

Mr. A. H. Milward, Chief Executive, 
British European Airways. 

Mr. R. G. M. Street, Vice-Chairman. 
Central Transport Consultative Committee. 

Mr. J. H. Baldwin, Chief Accountant, East 
African Railways & Harbours. 


O.B.E. 
Mr. F. H. Saniter, Director of Research, 
United Steel Companies. 
Mr. G. M. Wilson, Manager (La Paz), 
Antofagasta (Chili) & Bolivia Railway. 


M.B.E. 

Mr. D. D. Borland, formerly certifying 
officer, East Midland Traffic Area, Ministry 
of Transport. 

Mr. J. S. Boumphrey, Administrative 
Assistant, General Manager’s office, East 
African Railways and Harbours. 

Mr. W. Haresign, Works 
Sierra Leone Railway. 

Mr. J. O. Kalejaive, Workshop Super- 
intendent, Nigerian Railway Corporation. 


B.E.M. 

Mr. R. J. E. Dalgraine, Foreman Grade 1, 
East African Railways and Harbours Admin- 
istration. 

Mr. A. R. Powell, Stationmaster, Charing 
Cross, London Transport Executive. 


Manager, 





Mr. H. C. Reid has been appointed 
Assistant Vice-President, Finance, Canadian 
Pacific Railway. 


Mr. S. H. McNeilly has been appointed 
Assistant Comptroller, Canadian Pacific 
Railway. 


Mr. A. J. Ives has been appointed District 
Commercial Officer, Doncaster, Eastern 
Region. 


Mr. G. B. Cartmel has been appointed 
Superintendent, Continental Emigration, 
Canadian National Railways. He is succeeded 
as Superintendent of British Emigration, 
Department of Colonisation & Agriculture, 
by Mr. A. B. Burrows. Mr. H. J. Ruttan 
has been appointed Assistant to British 
Superintendent of Emigration. The position 
of District Superintendent, Colonisation & 
Agriculture, Canadian National Railways, 
Liverpool, which has been relinquished 
by Mr. Burrows, is now to be filled by Mr. 
L. L. Hurst, formerly Assistant to the 
Continental Superintendent. 


THE RAILWAY GAZETTE 


THE LATE Mr. S. B. TAYLOR 

A requiem Mass for Mr. Sydney B. Taylor, 
the late Chief Secretary, British Transport 
Commission, was celebrated at the Church 
of the English Martyrs, Tilehurst, near 
Reading, on Wednesday, June 8. In addi- 
tion to the family mourners, the following 
were among those present:— 

British Transport Commission 

Sir John Benstead, Deputy Chairman, also 
representing Sir Brian Robertson, Chairman, 
and Members of the B.T.C.; Maj.-General 
Ll. Wansbrough Jones, Secretary General; 
Mr. H. L. Brazier, Assistant Secretary, also 
representing Mr. K. W. C. Grand, Member, 
Mr. D. H. Lochiel, Chairman, and the 
Members of the Scottish Area Board, and 
Mr. H. A. Short, General Manager, British 
Railways, North Eastern Region; Mr. T. H. 
Hollingsworth, Traffic Adviser; Mr. A. R. 
Dunbar, Manpower Adviser; Mr. G. W. 
Quick Smith, Adviser (Special Projects); 
Mr. L. E. W. Williams, representing Mr. 
M. H. B. Gilmour, Legal Adviser; Mr: L. C. 
Johnson, Archivist (Historical Records). 

London Midland Area Board, Mr. Howard- 
Williams, Secretary, also representing Sir 
Reginald Wilson, and the Members of the 
Board. 

Eastern Area Board, Mr. G. A. V. Hayes, 
Secretary, also representing Maj.-General 
G. N. Russell, Chairman, and the Members 
of the Board. 

Western Area Board, Mr. A. H. Curtis 
Welch, Secretary, also representing Mr. R. F. 
Hanks, Chairman, and Members of the 
Board. 

Western Region 

Mr. J. R. Hammond, General Manager, 
also representing Mr. A. W. Woodbridge, 
Chief Signal Engineer, B.T.C.; Mr. S. G. 
Ward, Regional Establishment & Staff 
Officer; Mr. A. C. B. Pickford, Assistant 
General Manager (Traffic); Mr. J. W. J. 
Webb, Regional Accountant, also represent- 
ing Mr. C. R. Dashwood, former Chief 
Accountant; Mr. J. D. Swain, Treasurer, 
also representing Mr. F. R. E. Davis, former 
Secretary, G.W.R., and Mr. W. N. Connah, 
former Treasurer. 

London Midland Region 

Mr. D. Blee, General Manager. 
Southern Region 

Mr. D. McKenna, Assistant 
Manager, also representing Mr. 
Hopkins, General Manager. | 
Eastern Region 

Mr. C. E. Whitworth, Assistant to General 
Manager, also representing Mr. H. C. 
Johnson; General Manager. 

Also present : 

Mr. W. S. Cutler, Secretary, Railway 
Clearing House Committee of Management; 
Mr. R. M. Robbins, Secretary, also repre- 
senting Mr. A. B. B. Valentine, Chairman of 
London Transport; Mr. E. G. Marsden, 
Secretary, B.R.S. Board of Management, 
also representing Mr. T. G. Gibb, Chairman, 
and the Members of the Board; Mr. Trevor L. 
Davies, Member, British Transport Docks 
Board of Management, also representing 
Sir Robert Letch, Chairman, and other 
Members of the Board; Mr. B. F. Pocock, 
also representing Sir Reginald Kerr, Chair- 
man, and other Members of the British 
Waterways Board of Management; Mr. S. 
Sweeney, British Transport Hotels and 
Catering Services, also representing Mr. F. G. 
Hole, Chairman, and Members of the 
Board of Management, and Mr. T. H. 
Baker, Secretary of the Board; Mr. A. J. 
Turner, Assistant to General Manager, 
Thos. Cook & Son Ltd.; Mr. A. Wyatt, 
representing Mr. F. D. M. Harding, Manag- 
ing Director, and Mr. E. J. Morris, Director 
& Secretary, the Pullman Car Co. Ltd.; 
Mr. J. C. Chambers, Secretary, Central 
Transport Consultative Committee for Great 
Britain; Mr. Ernest Long, President of the 


General 
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Chartered Institute of Secretaries, and repre- 
senting the Royal Institute of Public Admin- 
istration; Mr. S. M. Rix, Vice-President 
of the Chartered Institute of Secretaries, 
and Mr. J. F. Phillips, Secretary; Mr. 
Gilbert J. Ponsonby, London School of 
Economics; Miss M. E. Hemmen, Personal 
Secretary to the late Mr. Taylor; Mr. S. H. 
Locke, and other members of the late Mr. 
Taylor’s personal staff at the B.T.C.; Mr. 


‘S. G. Hearn, former Assistant General 


Manager, British Railways, Eastern Region. 
Also represented: 

Mr. A. J. Pearson, Assistant General 
Manager, B.R., London Midland Region ; 
Mr. H. G. Bowles, Assistant General Man- 
ager, B.R., Western Region; Mr. C. E. R. 
Sherrington, Director of Research Informa- 
tion Division, B.T.C.; The Railway 
Students’ Association; The Catenian Society ; 
The B.T.C. (H.Q.) and B.R. Western Region 
golfing societies. 


We regret to record the death of Sir Dudley 
Evelyn Bruce McCorkell, a member of the 
County Donegal Joint Committee and of the 
Ulster Transport Authority, and a British 
Transport Commission nominee on the 
Board of the Strabane and Letterkenny 
Railway Company. 


We regret to record the death of General 
Carlos E. Salinas, former President of the 
Argentine National Railways. 


We regret to record the death of Mr. G. F. 
Halliday, former Road Motor Engineer, 
Western Region. 


We regret to record the death of Mr. A. 
Wainwright Kaye, Managing Director, Lock 
Works, Joseph Kaye & Sons Limited. 


We regret to record the death of Mr. W. 
Owen, Chief Designer, Gear Hobbing 
Machine Division, Craven Bros. (Manchester) 
Ltd. 


Sir William Black, Chairman, A.E.C. 
Limited, has been reappointed an honorary 
officer. 


Mr. F. B. Dixon and Mr. J. Martin have 
been appointed Directors of Mather & 
Platt Limited. 


Mr. H. R. Brunyee, Works Manager 
(Services) at the Steel, Peech & Tozer branch 
of the United Steel Companies, is retiring. 


Mr. L. Harper has been appointed Manzg- 
ing Director of Dowty Hydraulic Units 
Limited, and Mr. Charles Irving, Pubic 
Relations Adviser, Dowty Group Limit«d, 
has been appointed Head of Pubiic 
Relations. 


Mr. H. J. Hall has been appointed General 
Manager, Sheepbridge Equipment, I 
Mr. E. G. Scrannage has been appoin'« 
Works Manager. Mr. A. Elliott has ta’: 
over the position of Chief Buyer, Sh« 
bridge Engineering Group. 


British Belting & Asbestos Limited, Cl: 
heaton, has announced the following appo’ 
ments to the Board of Directors: Mr. P. H 
Mintex Division Sales Manacer; 
Mr. D. M. Pearson, Mintex Division Wo: k 


Mount, 


Manager; Mr. J. H. Fenton, Perso”! 
Manager; and Mr. C. M. Fenton, Asbe=' 
Division Works Manager. 


Lord Nelson of Stafford, Sir Archibald 
Forbes, and Sir John Woods have retired 
from the Board of English Electric Aviaton, 
Limited, and not from that of the English 
Electric Co. Ltd., as stated in error in our 
June 10 issue. 
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NEW EQUIPMENT AND 





Diesel Injector Tester 


‘HE K.I.T. is a diesel injector tester which 
is extremely simple to set up and to 
operate. Small and compact, it occupies the 
minimum amount of bench space. A novel 
plastic dome effectively screens atomised fuel 
while giving visibility for inspection. 

Overall dimensions (excluding detachable 
pumping handle) are 5 in. x 7 in. x 9 in. 
Design was to the specific requirements of 
A.E.C., B.M.C., Commer, Leyland, Ford, 
Perkins, and Bedford diesel engines. 

Price is £12 18s. Delivery is ex-stock. 
Also available (19s. 6d., postage extra) is a 
nozzie-cleaning outfit in a handy plastic 
pa 

Further details can be obtained from the 
Kenpro Manufacturing Co. Ltd., Oakend 
Way, Gerrards Cross, Buckinghamshire. 


ner for Rusted Surfaces 


Ss’ RUST enables rusted surfaces to be 

ainted with any normal type of paint 
Without the danger of the rust breaking 
tough after a few months. Colours 
i le are red or aluminium. 

Arolication is made as follows: After 
loo ust has been removed with a wire 
brush. Sylrust is brushed into the surface 
anc «lowed to dry for about 24 hr. Any 
nor type of top coat paint subsequently 
app will be as permanent as on a new 
met urface. 

Che effectiveness of the product depends on 
the following characteristics: (i) It is an 
ott extremely high penetration; (ii) 
Although basically an oxidising oil, it 
wil oxidise to a limited extent. When 
°xiavon is complete, the film obtained 
'S SU! ‘iexible, contrary to a paint oxidation 
Proc wherein the process continues 
virtual! to eventual paint-film destruction. 
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istics, the primer will never dry to a 
completely hard finish—although this will 
always be slightly tacky it will readily accept 
paint. 

Other advantages: the primer will not 
skin in the tin or deteriorate; it has a very 
high flash point; it will not damage brushes 
or sprays. Completely harmless, it will 
cover approximately double the area of 
normal paints. It is also half the bulk- 
for-bulk price of most of other available 
materials for the same purpose. 

Further details can be obtained from the 
Sylglas Company, 81, Knight’s Hill Road, 
West Norwood, London, S.E.27. 


Seat - Lapping Machine for 


Diesel Nozzles 


THE Autolap machine has been designed 

to reduce the high degree of skill nor- 
mally required for diesel-nozzle seat lapping 
and to enable the operation to be performed 
with greater precision, therefore leading to 
more consistent results. It is claimed to be 
the first British twin-spindle automatic 
machine of its kind and when included in 
the maintenance plant of any large-scale 
operator of diesel power it should increase 
productivity in the fuel-injection department 
by up to about 30 per cent. 

Standard holding blocks and adaptors 
are available for a wide range of nozzles 
including S, T, U, and V sizes, all Ruston 
& Hornsby types, Leyland, Gardner, and 
many others. Even the largest nozzles 
made are within the capacity of the machine. 

The loading which causes pressure to be 
applied between. the lapping tool and the 
nozzle seat, of critical importance for accur- 
ate results, can be varied easily to suit 
individual requirements. This gives a means 
of avoiding excessive loadings which might 
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PROCESSES 


Because of the second of these character- 


otherwise tend to create side-thrust to decen- 

tralise the tool in its guide. It also enables 

one spindle to be used for rough lapping and 

the other to be set with great precision at 

reduced load for finishing. - 
Attention is drawn to 

features in the illustration:— 

Louvres for internal cooling 

Sintered bronze oil-impregnated bearings 

Top bearing plate lifts off for access to drive 

mechanism 

Solid light-alloy 

stove-enamelled 

Gravity loading of lapping tool at 10 oz. (standard) 

Maximum useful working height of chuck jaws from 

table 5 in. (standard) 

Toggle switch guaranteed for 75,000 reversals 

Split bush adaptors for all nozzle types 

. Nozzle-holding blocks (various sizes) accurately 

located on tee-section slide 

10. Jacobs type three-jaw chucks, capacity 0O-} in. 
(standard) mounted on floating arbors 

11. Two main working spindles running at about 

1,250 r.p.m. (standard) 

. 4-h.p. single-phase a.c. electric motor (standard) 

mounted on hinged door for easy access 

13. Single endless drive belt can be changed in | min. 

14. Patented device for obtaining irregular reciproca- 
ting action of main spindles. 


The Autolap can be adapted to meet 
special requirements. A comprehensive 
handbook is included with detailed instruc- 
tions on correct lapping techniques and 
additional information on seat grinding 
and general reconditioning methods. 

Further details may be obtained from the 
Interchangeable Tool Company, 255, Rossen- 
dale Road, Burnley, Lancs. 


the following 


>. Em 


high-quality gravity castings, 


Ooo NA 


Engineers’ Level 


HE Autoset level automatically maintains 

a level line of sight even if the telescope 

is tilted. Setting up is simple; it is only 

necessary to centre a coarse-setting circular 
bubble-unit. 

The level is intended to be used with 
precision measuring rods, but displacements 
within a range of 0.5 in. can be measured 
direct from a glass scale seen through the 





eyepiece of an optical-reading micrometer. 
It gives direct reading to an accuracy of within 
0.001 in. and has a focusing range from 
infinity down to 6 ft. 

The body of the telescope has been made 
moisture and dust proof and the fast-acting 
levelling screws have completely enclosed 
threads. 

Repetition setting accuracy is claimed to be 
better than 1 sec. of arc, and the telescope 
magnification is x 32. 

Further details may be obtained from 
Hilger & Watts Limited, 98, St. Pancras Way, 
Camden Road, London, N.W.1. 


Earth Lead Tester 


NEW earth lead tester provides a means 
of carrying out a positive test on tools 
and appliances using the normal 200/240-V. 
50-cycle a.c. single-phase mains supply. 
It is designed to give three consecutive tests 
culminating in the operation of the tool itself, 
controlled by an interlocking relay which 
only closes on satisfactory operation of the 
earlier tests. Tests are: (i) continuity of 
earth lead, (ii) continuity of earth lead after 
subjection to a heavy current pulse, (iii) 
operation. 
The tester comprises the following equip- 
ment :— 

(i) An ammeter, the dial of which is scaled 
in two divisions: UNSAFE, lettered on a 
red background and SAFE, lettered on a 
green background; 

(ii) A four-position rotary switch incorpora- 
ting the three test positions and- OFF; 
(iii) A tester adapter, whereby the circuit is 
completed to the metal part of the tool 

or appliance being tested; 

(iv) Four different three-pin sockets—2, 5, 13, 
and 15 A.—suitable for the reception of 
different appliance plugs; 

(v) Three fuses—2, 5, and 15 A.; 

(vi)A “* set open circuit ”’ adjuster to enable 
the tester to be set according to variations 
in mains voltage. 


A thermal delay switch restricts the heavy 
current required for the “ burn-out” test 
to a short pulse, enabling a relatively small 
transformer to be used. The resistance in the 
earth line of the transformer secondary is 
kept to a minimum by eliminating all joints, 
switch contacts, and similar sources of energy 
loss. 

The tester is contained in a sheet steel box 
measuring 11 in. x 11 in. x 7 in. overall, fitted 
with a detachable hinged lid, toggle fasteners, 
rubber feet and carrying handle. The weight 
is approximately 22 lb. An alternative fibre- 
glass box is available effecting a weight saving 
of about 3 Ib. 

Further details can be obtained from the 
manufacturer, the M.L. Aviation Co. Ltd., 
Maidenhead, Berkshire. 
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Thread-Cutting Machines 


THE F.o.B. 2 in. M.V. thread-cutting 
machine illustrated on this page is one 
of three different machines from the Fransson 
& Brantemo range now available in this 
country for bench or pedestal mounting, 
and in cast iron or light alloy. It has a 
one-speed motor giving speeds through a 
gearbox of 14 and 24 r.p.m. (optional two- 
speed motor for 14, 22, 29 and 45 r.p.m.). 
The 2-in. U.V. has a two-speed motor giving 
speeds of 17 and 34 r.p.m. to the die-head 

(optional speeds 29 and 58 r.p.m.). 

Both machines can accommodate 4-in. 
to 2-in. pipes, #-in. to 1}-in. bolts, and 12 to 
52 mm. threads. 

The 4-in. M.V. has a two-speed motor 
giving speeds through gearbox of 14, 22, 
29, and 44 r.p.m. It can accommodate up to 
4-in. tubes, 2-in. bolts, and 52 mm. threads. 

All the machines have:— 

(i) Hollow spindles permitting unlimited 
length of thread cutting; 

(ii) Self-opening dieheads for tangential 
chasers in Whitworth, B.S.P., B.S.F., 
and U.N.F. threads; 

(iii) A built-in coolant system; 

(iv) A pipe cutter which cuts pipes to any 
length after thread cutting. This is an 
exclusive feature which allows tubes to be 
released from the vice after threading, 
passed through the spindle, and held 
in a chuck at the rear of the headstock. 
A cutting roller is operated by handwheel. 

Further details can be obtained from the 
U.K. representative, Newage Machine Tools 
Try 98-100, Croydon Road, London, 
S.E.20. 


Room-Air Filter 


THE Renovair recirculator filter is designed 

to enable a 20-ft. x 30-ft. room to be 
cleared of smoke and other airborne con- 
taminants down to 4 micron in less than five 
min. It should be suitable for most public 
rooms, restaurants, and boardrooms. 

As it does not introduce outside air into 
the room its use can help to cut heating costs. 
As well as making a healthier and more 
pleasant atmosphere the filter should reduce 
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upkeep on furnishings and paintwork. 

The heart of the unit is a 5-in. deep Vokes 
44 Absolute panel with paper element, 
specially made from cellulose and asbestos 
fibres, folded into a deeply pleated form and 
cemented into a wood case. This is housed 
in an attractively finished robust metal 
cabinet with integral fan, motor, and 
acoustic chamber to ensure quiet operation. 
Air is drawn through the front inlet grill 
and passes out through another grill at the 
top. 

The overall size is 30x 20x 10in. and 
brackets are supplied to enable the cabinet 
to be mounted on a wall or pillar. The 
weight is 35lb. A single-phase a.c. 200-250-V. 
supply is required for which any 5-A. plug 
socket should be suitable. 

The paper-element panel should be 
replaced after 12-18 months’ service or when 
indicated by the re-appearance of smoke. 
Much longer service may be expected in 
certain applications where use is not continu- 
fe) 


us. 

Further details may be obtained from the 
manufacturer, Vokes Limited, Henley Park, 
Guildford, Surrey. 
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Ministry of Transport Accident Report 


Derailment near Balnaguard Halt, Aberfeldy Branch, 
November 20, 1959; British Railways, Scottish Region 


Colonel J. R. H. Robertson, Inspecting 
Officer of Railways, Ministry of Transport, 
inquired into the derailment which occurred 
at about 6.55 a.m. on November 20, 1959, 
near Balnaguard Halt on the single-track 
Aberfeldy branch line in the Scottish Region, 
British Railways. 

The 6.41 a.m. up passenger train from 
Aberfeldy to Ballinluig, when travelling at 
35-40 m.p.h. and in almost complete dark- 
ness, was derailed at a point where the forma- 
tion had been washed away, leaving a steep- 
sided cavity some 25 ft. wide and 16 ft. deep 
under the track. 

The track was still intact, and the train, 
consisting of a 0-44 tank engine and two 
coaches, crossed the gap before becoming 
derailed. In doing so it beat down the far 
side lip, widening the gap to some 45 ft. The 
train was the first to run over the line that 
morning. 

The engine was derailed and turned over 
on its right side. The two coaches also left 
the track, but remained upright. The driver 
and fireman were badly shaken; in addition, 
the driver’s back was injured and the fire- 
man’s face and hands were burnt. The guard 
was thrown out of the train. 

The only passenger in the train was slightly 
injured and after attention at a nearby farm 
proceeded on his journey. 

_ Despite their injuries the train crew sought 
aid promptly. The driver went at once to 
one farm and the guard to another, and then 
on to Ballinluig on foot with the train staff. 
As a result, a doctor and an ambulance were 
quickly on the scene. 

The track over the gap and for 45 yd. 
beyond it was completely destroyed. The 
branch was re-opened to traffic ten days after 
the accident. 

_ The weather at the time of the accident was 
fine, after an evening of heavy rain. 

The branch, which is 8} miles long, was, at 
the time of the accident, as is normally the 
case, worked by “one engine in steam.” 
No messages, therefore, were interchanged 
between the signalboxes at each end in 
connection with the train. But as _ the 
block wires were unaffected by the derailment, 
this did not affect the issue. 


Site of Accident 


At the site of the accident the line runs 
along a sidelong cut-and-fill formation, with 
the ground sloping down to the River Tay 
on one side and rising up a slope of 10-15 ft. 
to the top of the cut on the other side. Side 
slopes are between 1 inI4and1in2. Decid- 
uous trees grow thickly, and the soil is hard 
sand and gravel. 

_ Along the top of the cut is a ditch, sloping 
first slightly and then at an angle steep 
enough to make the ditch self-draining. 
At its top end the ditch is fed from a pipe 
whch in turn draws from a culvert under the 
road, which is 35 yd. up the hillside from the 
failway and parallel to it. The ditch also 
acts as a catchwater drain to the pasture 
between the road and the top of the cut. 
The bottom end of the ditch discharges into 
a Culvert under the railway. 

\Sout 350 yd. up the hill from the road 
there is another ditch, which appears to form 
~ cheter drain for some 170 acres of 

illside, 
Evidence from the permanent way staff 
Showed that the policy was to clean out all 
failway ditches, including the first ditch 
Mentioned above, first in early summer and 
oe | in December, after the leaves had 

c 


The drains had been properly and 


regularly inspected, and at the District 
Engineer’s annual inspection of this length 
of line, on October 21, very high marks 
had been awarded, including 85 per cent for 
drainage. 

The local Permanent Way Inspector had 
again visited this site on November 17, 
three days before the washout, in connection 
with some special work then being carried 
out He had not then paid any particular 
attention to this ditch along the top of the 
cut, but he saw that the flow through the 
culvert at its bottom end was normal, and 
that the drains were clean and doing their job. 

The Acting Ganger for this length said 
that he had cleaned out this ditch specially 
in October, after a spell of heavy rain. He 
had examined it frequently, but by the time 
of the accident he had not done his winter 
cleaning, as the leaves had not yet all fallen. 
On his last examination, three weeks before 
the accident, the ditch had been clean and in 
good repair. 


Heavy Rain 

All witnesses agreed that between 6 p.m- 
and 10 p.m. on the evening before the 
accident very heavy rain had fallen and had 
been accompanied by an easterly gale. 

Examination of the site at about 9.30 a.m. 
on the morning of the accident brought to 
light these facts. First, the ditch at the top 
of the cut, just in front of the upper end of 
the washout, had become blocked with short 
branches, leaves and silt; second, mud on the 
road above the ditch showed that water 
pes hy flooded over the road in the course of the 
night 

When Colonel Robertson visited the site 
a few days later, heavy rain had again fallen, 
and much water was flooding down above 
the road in two very wide but very shallow 
streams. 

One of these streams was discharging into 
the culvert under the road, and so into the 
ditch at the top of the cut. Further investi- 
gation showed that the upper ditch, 350 yd. 
above the road, had also become blocked 
by small branches, leaves and silt. This 
ditch was then fairly full, and evidence 
along its banks showed that recently it had 
been much fuller. 

Examination of the cavity under the track 
showed that some 1,000 cu. yd. of formation 
had been washed away. Fourteen sleepers 
had become detached from the rails spanning 
the cavity, and were lying haphazardly at 
all angles, but were not buried. Very little 
ballast was visible in the cavity. The tracks 
approaching the near side had been slewed 
very little, but the rails for about six lengths 
had been pulled out to the limit of their 
fishplate holes. There was no joint in the 
rails spanning the cavity. 


Train Crew’s Evidence 

During the train’s journey the engine crew 
stated that, because of previous experience, 
they were sharply on the look-out for fallen 
trees. 

On approaching the washout the 
curvature of the line gave the fireman the 
better view, but in the darkness the first 
he saw of the washout was “something 
black ’’ across the line about 20 yd. ahead. 
The train was then travelling at its normal 
speed of 35-40 m.p.h., and before he could 
make out what the black thing was, the train 
was on to it. 

The driver had just shut the regulator for 
the approaching halt, when the train began 
to lurch and rock. Neither of the men 
remembered much of what followed, and 


until he had seen the gap, the driver was 
convinced that he had hit a tree. 


Inspecting Officer’s Conclusion 


Colonel Robertson has no doubt that 
during the previous night, when more than 
a quarter of a normal November’s rain fell 
in four hours the upper ditch had become 
blocked, so that a fair proportion of its water 
began to flood down to and over the road and 
so into the lower ditch at the top of the cut. 
By an unfortunate coincidence a similar 
block formed in this ditch, with the result 
that the water flooded down the face of the 
cutting, eroding the formation and cutting a 
deepening “ vee ”’ across it. 

The train, he thinks, was travelling fast 
enough to jump the resulting gap on the 
unsupported rails, but as each bogie hit the far 
lip of the cavity, it beat the lip down into 
collapse, widening the gap from 25 to 45 ft. 
It was remarkable and fortunate that the 
complete train crossed the gap _ before 
derailment. 

Colonel Robertson is satisfied that the 
length of line was properly inspected and 
maintained, and that the arrangements for 
cleaning out the ditches were sensible, and 
conscientiously carried out. 

It might have been better, he believes, to 
have led the outflow from the pipe at the 
upper end of the ditch straight down the 
face of the cutting, as has been done as part 
of the repairs; but he, agrees that this is 
being wise after the event, and that the 
original arrangement had stood the test of 
time. Again it was not at this point that 
the ditch had failed. 

What happened during the previous night, 
he adds, could not reasonably have been 
foreseen or better guarded against. In his 
view the washout was pure mischance. The 
train crew were properly alert and could not 
have prevented the accident or lessened the 
damage. They behaved commendably after it. 

** No one,” he states “ was in any way to 
blame for this derailment.” 


RiscA-NANTYBWCH PASSENGER SERVICE 
WITHDRAWN.—The passenger train service 
between Risca and Nantybwch (Mon.) was 
withdrawn by British Railways, Western 
Region, on June 13, and the following 
stations and halts will be closed to passengers: 
Ynysddu, Wyllie Halt, Blackwood, Argoed 
Halt, Markham Village Halt, Holly Bush, 
Bedwellty Pits Halt, Tredegar, Sirhowy, and 
Nantybwch. Bus services operate in the area. 


ELECTION OF LONDON MIDLAND REGION 
STAFF TO Civic OrFice.—Eleven employees of 
the London Midland Region, British Rail- 
ways, have been elected mayors for the coming 
year. They are: Messrs. R. E. Green, 
Commercial Representative, Derby, Lord 
Mayor of Notfingham; W. A. Parkins, 
Driver, Kettering, Mayor of Kettering ; 
T. Holgate, Leading Shedman, Rose Grove, 
Mayor of Burnley ; S. Orwell, Passenger 
Guard, Crewe, Mayor of Crewe ; D. Vickers, 
Passenger Guard, Workington Main, Mayor 
of Workington ; C. W. Shepherd, Driver, 
Burton, Mayor of Burton-on-Trent ;_ T. 
Souness, Signalman, Carlisle, Mayor of 
Carlisle ; G. Dale, Driver, Stoke-on-Trent, 
Lord Mayor of Stoke-on-Trent ; H. Johnson, 
Coppersmith, Gorton, Mayor of Dukin- 
field; J. Croghan, Assistant Lineman, 
Chester, Mayor of Chester ; and J. Bowden, 
Smith, Wigan Wallgate, Mayor of Wigan. 
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Diesel Maintenance Facilities at Leeds Neville Hill 


New 


Section to service and maintain 


diesel 


multiple-unit trains : provision for further modification 


Completion of modernisation of Leeds 
Neville Hill Traction Depot, North Eastern 
Region, British Railways, is due to be 
marked today (Friday) by the formal opening 
of a new section by Sir Linton Andrews, 
Editor of The Yorkshire Post, who will be 
accompanied by Mr. T. H. Summerson, 
Chairman, and Members of the North 
Eastern Area Board, British Transport Com- 
mission, officers of the Region, and guests. 

The depot was formerly a depot for steam 
locomotives only. It is situated two miles 
east of Leeds City Station on the north side 
of the main line to York and Hull. The new 
section adds provision for servicing and 
maintaining 250 diesel railcars, 117 of 
which are already in regular service. The 
depot now becomes the main depot in the 
Leeds area for diesel multiple-unit stock. 
There is also provision for the maintenance 
of diesel shunting locomotives in the modern- 
ised section of the depot. 


Provision for Further Modification 


The steam shed, now modernised, houses 
42 steam locomotives. Originally having 
four turntables with their radiating standage 
lines, the shed has been reduced to about 
half its original size and two of the turntables, 
both in need of renewal, have been removed. 
The roof of the remaining portion of the shed 
has been renewed and the whole job has been 
so executed that when it becomes necessary 
to adapt the shed for diesel-electric and 
electric locomotives, the modifications can 
be easily and cheaply achieved. 

The new section comprises two main 
buildings: a running shed 290 ft. long for 
day-to-day fuelling and servicing, and a 
repair shop. 

The running shed is open at both ends for 
the quick progressing of railcars and has 
three lines on each of which a four-car train 
can be stood. 

The repair shop, also 290 ft. long, provides 
facilities for heavy repairs and periodical 
overhauls. There are five lines in this 
shop with access from the west end. 

Other important improvements include 
the complete modernisation of the machine 
shop and the extension of stores accom- 
modation to provide for diesel spares. 
There is fuel storage for 56,000 gal. in eight 
tanks and fuelling points are available at 
all the car berths in the running shed. 

Over 400 men are employed at the depot 
and staff amenities of a very high order have 
been embodied. These include a new mess- 
room, drying room, locker rooms with 
wardrobe-type lockers and washing facilities. 
One object of the reconstruction is easy 
transition from the roundhouse-type shed 
to a straight track shed for diesel-electric 
and electric locomotives. 


Track Layout 


The track layout has been designed to keep 
diesel trains separate from the steam side 
of the depot. The diesel trains enter the 
depot at Neville Hill West Signalbox and 
pass through the running shed for routine 
examination, minor adjustments, and fuelling. 
From that point the vehicles pass out of the 
depot at Neville Hill East to Waterloo 
carriage sheds or sidings for cleaning and 
return into traffic or are transferred to the 
repair shop for repairs or periodic overhaul. 
This modernisation was started three years 
ago and has been undertaken without major 
interference with the day-to-day operations 
at the depot. 

Although the steam and diesel sections 


have been segregated a central machine 
shop and stores depot has been provided and 
similarly administration offices, staff accom- 
= and amenities have been central- 
ised. 


Diesel Multiple-Unit Running Shed 


This is a new building for the day-to-day 
fuelling and servicing of diesel cars. Situated 
500 yd. to the west of the main depot 
buildings, it is 290 ft. long and has three 
tracks 12 ft. apart, each capable of standing 
a four-car diesel set under cover. Full 
length centre pits are provided under each 
track and the floor level is 15 in. below rail 
level to permit easy access to the underfloor 
equipment of the cars. 

In order to give a quick progressing of cars, 
the shed is permanently open at both ends. 
It is adequately equipped with high and low 
voltage plug sockets for hand wander lamps 
and portable power tools and overhead cold 
cathode electric lighting is installed with 
bulkhead lighting in the pits. 

Eight fuelling points serve all 12 car 
berths with a further four outside fuelling 
points along the north side of the shed. 

The foundations of the building are in-situ 
concrete piles and reinforced concrete beams. 
The frame is of reinforced concrete with 
facing brick and patent glazed infill panelling. 
The patent glazing is set in pre-cast boot 
lintels and sills. 

The roof is carried on pre-stressed concrete 
beams and troughs and apart from pre-cast 
concrete walkways is patent glazed through- 
out. 

The inspection pits are in reinforced 
concrete with steelwork rail supports and the 
floor is in concrete. 

Built on to the south-east corner of the 
shed is a lean-to building with accommoda- 
tion for shed staff and stores. A small boiler 
plant supplies hot water heating through 
pipes built into the inspection pits. 

Electric extractor fans are embodied in the 
roof to clear exhaust fumes. 


Diesel Multiple-Unit Repair Shop 

This also is a new building for the repair 
and periodical overhaul of diesel railcars. 
Adjacent to the steam locomotive shed, it is 
290 ft. long and has five tracks 15 ft. 3 in. 
apart, each equipped with full-length centre 
and side inspection pits. It is open only 
at the west end and doors are fitted so that 
it can be totally enclosed when required. 

General illumination is provided by cold 
cathode electric lighting and the pits are 
equipped with bulkhead lights and com- 
pressed air supply. Low and high voltage 
sockets are installed for hand wander lamps 
and portable power tools. Electric extractor 
fans in the roof keep the air clear of exhaust 
fumes. 

Portable work benches have been provided 
with fixed benches in the south-east corner. 
Ancillary accommodation includes an 
electricians’ room and offices for the super- 
visory staff. 

The foundations and structure are the same 
as in the running shed except that the floor 
is at rail level. 


Steam Locomotive Shed 

The steam shed housed four turntables 
with their radiating lines and pits. It has 
been reduced to approximately half its 
original length and now accommodates only 
two. This has been made possible by the 
reduction in steam locomotive requirements 
in the district following the introduction of 


diesel multiple-unit trains and re-organisa- 
tions of traffic working. 

The two remaining turntables are 55 ft. 
and 70 ft. in dia. and seven of the tracks and 
pits radiating from the larger one have been 
increased in length so as to accommodate 
larger types of locomotive. The electric 
lighting has been renewed up to modern 
standards throughout and high and low 
voltage plug sockets for hand wander lamps 
and portable power tools as well as an 
improved compressed air supply have been 
provided. The remaining roof area has been 
renewed. 

The reconstruction work has been carried 
out with a view to the shed’s ultimate con- 
version to a straight shed suitable for diesel- 
electric and electric locomotives and the 
alignment of two new locomotive stabling 
sidings provided outside the shed on the site 
of the former turntables is such that they may 
later be used without alteration to form 
straight approach roads into the shed. 


Diesel Shunting Locomotive Shop 

The replacement of steam shunting engines 
by light diesel locomotives necessitated the 
provision of separate fuelling, servicing and 
repair facilities, and what was formerly the 
steam locomotive repair shop has been 
adapted for this purpose by building a new 
pit 40 ft. long between the existing rails and 
by providing battery charging points, water 
hydrants and oil fuel supply. In addition, 
the lighting and heating have been modernised 
and the floor re-concreted. 

The machine shop is located between the 
steam locomotive shed and the new diesel re- 
pair shop, roughly in the centre of the main 
block of buildings. It has been completely 
modernised with new lighting, heating and 
flooring and new machinery has been 
provided where this is necessary. The new 
shop includes office accommodation for 
supervisors and a tool store and there are 
separate locker and washing facilities for 
the men employed in this shop. 

The existing stores accommodation has 
been extended and modernised to provide a 
combined store for steam and diesel parts. 
It is located adjacent to the machine shop 
almost central in the main block of buildings. 
It is being equipped with new racking and 
storage tanks for lubricating oils. Serving 
counters are provided at both ends, one end 
serving the steam locomotive shed and the 
other the diesel repair shop. There is 4 
covered walkway linking the combined siore 
and the diesel multiple-unit repair shop. 

A new siding with an. overhead gautry 
and hoist block has been provided for 
handling incoming materials and discharge 
facilities for lubricating oils include prov)sion 
for pumping direct into the storage tanks 
either from rail tankcars or from drums. 

The eight 7,000-gal. fuel storage tanks are 
served by a separate road. These tanks are 
installed within a bund wall and are locxted 
at the south-west corner of the diesel shun \ing 
locomotive shop. Underground ducts link 
the storage tanks with the various fuciling 
points. a 

The diesel multiple-unit running shed, being 
located some 500 yd. west of the main 
buildings, has its own boiler installation for 
heating purposes. All the remaining bui!uings 
are heated from a centrally located automatic 
oil-fired boiler installation. This installation 
provides for the central heating systems hich 
have been installed throughout the whole o! 
the buildings including the offices and the 
various staff rooms, but excluding, the steam! 
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locomotive sheds. The boilers are capable 
of burning the dirty oil recovered from 
the sumps of the diesel engines on the 
multiple-unit trains and diesel shunting 
locomotives. 

The whole of the depot yard and standage 
sidings are illuminated by colour-corrected 
mercury vapour lighting. 


Staff Amenities 


Staff amenities have been largely centralised 
in rebuilt accommodation at the east end of 
the main buildings near to the main entrance 
to the depot. 

There is a new well-furnished and brightly 
decorated messroom equipped with gas 
cookers and water boilers. A new wash room 
has a treadle-operated hot water fountain 
for hand and face washing and there are 
hot showers and hot air driers. The water 
temperature in the showers and also in the 
fountain is thermostatically controlled to 
avoid scalding. There are also washhand- 
basins with hot and cold water and the room 
is glazed-tiled throughout. 

There is a new locker room fitted with 
wardrobe-type lockers with a section of the 
room set apart for clothes drying. 

The depot offices have been re-floored and 
re-furnished. 

The main contractor for the building work 
was Cawood Wharton & Co. Ltd. The 
principal sub-contractors are as follow :— 


Demolition, erection of E. Davis (Fixers) Limited 
pre-cast units, and sun- 
dry steelwork 

Test bores and in situ 
concrete piles 

Pre-cast concrete units ... 


Holmpress Piles Limited 


Dow-Mac (Products) 
Limited 


Patent glazing ... 


Racking in machine shop 

Supply and delivery of 
pre-stressed concrete 
beams 

Asbestos cement panel- 
ling 

Bituminous roof felting 


Inspection pit founda- 
tion pump house, ducts 
and drainage 

Steelwork to repair shop 
pits 

Sand blanketing and 
drainage 

Ruberoid flashing 


Universal Glazing Co. 
Ltd. 

Handy Angle Limited 

Tarslag Limited 


J. Atkinson & Son Ltd. 

Limmer & Trinidad Lake 
Asphalt Co. Ltd. 

Brighouse Estate 
(Builders) Limited 

Ridghouse Limited 

L. Fairclough Limited 

The Ruberoid Ce. Ltd. 








British Railways Help to 
Maintain Harvesting Machinery 


Co-operation between British Railways 
and the David Brown Companies of Mel- 


tham, near Huddersfield, manufacturers of 
agricultural machines, has established an 
emergency service for spare parts which will 
help to keep agricultural machinery moving 
during the harvest months. 


At the Meltham Works, the spare parts 
depariment of the David Brown Companies 
will be on call up to 8 p.m. on Mondays to 


Saturdays and from noon to 8 p.m. on 
Sundays, to receive emergency applications for 
essent 


| harvest machine spares. 


Qcick Movement by Rail and Road 


‘ The vital parts, distinctively labelled, will 
9¢ taken by motor van to one or other of the 


main-| railway stations in or 
Manchester for transport by express pas- 
Senger rain services to the nearest main-line 
Station at the other end. From there they 
will move by road to the farm or field. 

Durir g last year’s harvest, a similar scheme 
dealt wich over 1,000 breakdowns in the field. 
In one iypical case, a combine harvester in 

merse:, 250 miles away, broke down at 
oe Pp... onan August Saturday. The needed 

wa 


Was in Taunton by 8.30 a.m. next 
morning (Sunday) and 2 hr. later the machine 
Was Teaping again. 

© service started again on June 13. 
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S.N.C.F. Civil Engineers 
Visit British Railways 

A party of seven civil engineers, of the 
French National Railways, led by Monsieur 
C. Trede, Chief Engineer, Western Region, 
S.N.C.F., paid a three-day visit last week to 
Britain, during which they met officers of 
British Railways, inspected sites where 
engineering works have been completed or 
are in progress, and visited British Railways 
research installations. The party was par- 
ticularly concerned with research associated 
with, and the methods employed in, remedial 
measures for strengthening slopes and 
formations. 


Inspection of Research Laboratories 

On June 8 members of the party visited the 
British Railways Research Laboratories at 
Derby, and saw various research activities in 
progress. The following morning they had 
discussions with Mr. D. L. Bartlett, Assistant 
Director (Engineering), British Railways 
Research Division, Derby, and Mr. A. H 
Toms and Mr. D. J. Ayres, who represented 
the Chief Civil Engineers, Southern and 
Western Regions of British Railways res- 
pectively. 

They were subsequently entertained to 
luncheon at the Great Western Royal Hotel, 
Paddington, London, at which Mr. M. G. R. 
Smith, Chief Civil Engineer, Western Region, 
British Railways; Mr. T. M. Herbert, 
Director of Research, British Railways; 
and Mr. C. W. King, Chief Civil Engineer, 
British Railways Central Staff, also were 
present. 
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In the afternoon of the same day, they 
visited the Western Region Civil Engineering 
Laboratory at Paddington. On June 10, 
they inspected various sites in the Western 
Region where formation and slope improve- 
ments have been carried out. 

The members of the S.N.C.F. party were: 
Messrs. Trede (chairman); Sandoz, Senior 
Engineer, Direction des Installations Fixes; 
Alias, Chief Engineer, Northern Region; 
Badouaille, Chief Engineer, Eastern Region; 
Chavanne de Dalmassy, Chief Engineer, 
South Eastern Region; Gerber, Senior 
Engineer, South Eastern Region; and Unal, 
Senior Engineer, Mediterranean Region. 








Staff and Labour Matters 


Report of Railway Pay Committee 

Good progress has been made in the 
discussions which have taken place at the 
joint working parties set up to draw up 
proposals for implementing the views ex- 
pressed in the report of the Railway Pay 
Committee of Inquiry. It is understood 
that the proposals are generally acceptable 
to all parties concerned; and outstanding 
points for consideration are the questions of 
the dock shore staff at railway-owned packet 
ports, and the date of application of the 
general proposal following on the 5 per cent 
interim increase which was granted to all 
railway salaried and conciliation staff as 
from January 11, 1960. These matters will 
be the subject of further discussion between 
the British Transport Commission and the 
trade unions. 








Contracts and Tenders 


Main-line diesel-electric locomotives for Sudan Railways 


S. A. Cockerill-Ougrée, Belgium, has 
received a contract from the Sudan Railways 
for 15 1,850-h.p. C-C main-line diesel- 
electric locomotives. Deliveries will com- 
mence in April, 1961, and the 15 units will be 
delivered over a period of three months. 


Dowding & Doll Limited has received an 
order from the U.S.S.R., valued at over 
£50,000, for 26 Dowding Universal Hobbers 
complete with all necessary equipment. 
Of the 26 machines six are to be model 
V.8’s for the more accurate gears up to 8-in. 
dia., 7-in. face width, the remaining 20 being 
V.4’s for the smaller gears up to 4-in. dia., 
4-in. face width. 


British Railways, Southern Region, has 
placed the following contracts: 

Leonard Fairclough (London) Limited: 
reconstruction of Carlisle Lane Bridge, 
Waterloo 

Eagre Construction Co. Ltd.: construc- 
tion of new freight loops, Fawley Branch 

’ Line 

E. C. MacDermot & Company: paving 
of walkways, Clapham Junction 

Vectis Stone Company: new car park, 
Fishbourne, Isle of Wight ; 

Geo Wimpey & Co. Ltd.: reconstruction 
of platforms, Peckham Rye 

Maurice Hill Limited: painting of sub- 
structure, Portsmouth Harbour Station 

The Cement Gun Co. Ltd.: repairs to 
concrete Piles, Portsmouth Harbour 

Caffin & Co. Ltd.: reconstruction of 
Great Clapper Hole Bridge, Henfield 

W. H. Gaze & Sons Ltd.: new car park, 
Oxshott 

The Demolition & Construction Co. 
Ltd.: new signalbox, Richborough 

British Insulated Callender’s Construc- 
tion Co. Ltd.: new lighting towers, Ashford 
Marshalling Yard 


A. C. W. Hobman & Co. Ltd.: resurfac- 
ing and surface dressing of roads, footpaths 
and station platforms, Brighton District. 


The Export Services Branch, Board of 
Trade, has received calls for tenders as 
follow :— 


From Pakistan: 
57,580 vacuum brake rubber fittings. 

The issuing authority and address to 
which bids should be sent is the Office of the 
Chief Controller of Stores, N.W. Railway, 
Empress Road, Lahore. Tender documents 
can be obtained from the above address on 
payment of Rs. 5 plus Rs. 10 towards cost of 
drawings and specifications. The tender No. 
is 210-S/14 (Part II1) PIC-59. The closing 
date is July 9, 1960. The Board of Trade 
reference is ESB/15371/60. No further 
information is available at the Board’of Trade. 


From Burma : 

2,000 steel plate layer picks for railway 
use without handles 64 lb., 24 in. approxi- 
mate length. 

The issuing authority and address to which 
bids should be sent is the Director-General, 
Union of Burma, Purchase Board, St. 
Johns Road, Rangoon, Burma. The tender 
No. is 111B/367/59-60 (H). The closing date 
is June 22, 1960. The Board of Trade reference 
is ESB/15176/60. 


From Sudan: 
100 tonnes of lubricating oil for Gardner 
diesel engines. 

The issuing authority and address to which 
bids should be sent is the Office of Controller 
of Stores, Sudan Railways, Atbara, Sudan. 
Tenders should be accompanied by a 2 per 
cent deposit. The tender No. is 2185. The 
closing date is July 14, 1960. The Board of 
Trade reference is ESB/15337/60. 
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1,200 tonnes of locomotive and carriage 
and wagon axle lubricating oil. 

The issuing authority and address to which 
bids should be sent is the Controller of 
Stores, Sudan Railways, Atbara. The tender 
No. is 2182. The closing date is July 7, 
1960. The Board of Trade reference is 
ESB/15558/60. 


3,000 tyres, standard, for carriage and 

wagon wheels, to drawing 408/2986. 

The issuing authority and address to 
which bids should be sent is the Controller 
of Stores, Sudan Railways, Atbara. The 
tender No. is 2188. The closing date is 
July 25, 1960. The Board of Trade reference 
is ESB/15556/60. 


From Portuguese East Africa : 

Equipment for installation of an auto- 
matic telephone exchange and alterations 
in the existing network in the port of 
Quelimane. 

The issuing authority and address to which 
bids should be sent is the Ports, Railways & 
Transport Department, Lourengo Marques. 
The tender No. is 158/60. The closing date 
is July 1, 1960. Specifications are obtainable 
from the Railway Warehouse at Lourenco 
Marques through the local agents of United 
Kingdom firms interested. The Board of 
Trade reference is ESB/15528/60. No further 
information is available at the Board of 
Trade. 


Frem Spain : 
2 crushing plants capable of producing 

300 cu. m. of ballast per 8 hr. working 

day. 

The issuing authority and address to which 
bids should be sent is Sr. Director de la 
Renfe, Ayuda Economica, Paseo del Rey, 
8, Madrid, Spain. The tender No. is D.L.F.5. 
The closing date is June 27, 1960. The 
Board of Trade reference is ESB/15308/60/ 
D.L.F. 


Further details relating to the above 
tenders together with photo-copies of tender 
documents, unless otherwise stated, can be 
obtained from the Branch (Lacon House, 
Theobald’s Road, W.C.1). 








SPECIALLOID LimiTED, DivipEND.—For the 
year to April 2, 1960, Specialloid, Limited 
is raising its dividend by 5 per cent to 20 
per cent. Group trading profit rose from 
£81,720 to £131,016 and there were miscel- 
laneous credits of £2,504 (£2,457). After 
tax of £44,412 (£28,885) and removal 
expenses £12,223 (nil), the net profit was 
£45,464 compared with £26,259. The carry- 
forward is £61,741 (£53,889) after deducting 
£12,500 towards removal costs in 1960-61 
and crediting £484 minority interest in loss of 
subsidiary. 


INCREASED TRAVEL ON KENT COAST ELECTRI- 
FIED Lines.—In the first nine months of electric 
traction on the Kent Coast lines of British 
Railways, Southern Region (June 15, 1959, to 
March 13, 1960), 4,143,000 tickets were 
collected at stations in the area, 36 per cent 
more than the 3,032,000 for the same period 
of 1958-59. At Canterbury East traffic 
rose by 49-5 per cent. Ticket sales in the area 
were up by nearly one-third. Theories that 
the spectacular increases were due mainly to 
an exceptional summer last year were dis- 
proved by the winter figures. in November, 
for instance, the overall increase of ticket 
sales in and to the area over November, 1958, 
was more than 30 per cent; and in February, 
ticket sales to other stations in the newly- 
electrified area were up by 155 per cent at 
Teynham and 68 per cent at Faversham. 
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Notes and News 


New London Office for Robert Kearsley & 
Company.—The London Office of Robert 
Kearsley & Company, manufacturers of 
paints, varnishes, and cellulose lacquers, and 
a unit in the Pinchin Johnson & Associates 
Limited Group of Companies, has moved 
from New Cavendish Street to Walkden 
House, Melton Street, London, N.W.1, 
tel. Euston 6833. 


St. Christopher’s Railway Orphanage Swim- 
ming Gala, Re-union and Sports.—The 
annual swimming gala of St. Christopher’s 
Railway Orphanage, Derby, will be held at 
Queen Street Baths, Derby, at 7 p.m. on 
June 25. The re-union of old pupils will be 
held on July 2, commencing at 2 p.m. 
July 9 is the date of the children’s sports day, 
when proceedings start at 2.30 p.m. 


First Class Travel on Second Class Ticket.— 
The High Court is to be asked to decide 
how and where the holder of a second class 
railway ticket can travel first class. The 
British Transport Commission is seeking an 
injunction against Commander G. F. Hawkes 
to prevent him travelling first class on a 
second class ticket, and seeks payment of 
about £7 in excess fares, which, it claims, is 
due. Commander Hawkes stated recently: 
“IT have been trying for a long time to find 
out in what circumstances second class 
passengers may get permission to travel 
first when there are no second seats available, 
and who has to give permission. In the 
absence of an answer I applied my own rules 
of reasonableness to the problem.” 


Southern Region Poster of Southampton- 
Havre Service.—The double-royal poster 
** Overnight to the Continent” is one of 
several new posters issued by the Public 
Relations & Publicity Officer of the Southern 
Region, British Railways, the subject of an 
article on page 688 of our June 10 issue. 
It was produced specifically to draw atten- 
tion to the comfortable night service via 
Southampton-Havre. The dramatic painting 


Overnight 


CONTINENT 


VIA SOUTHAMPTON-HAVRE 


Southern Region ss. “* Normannia” on 
the Southampton-Havre service, featured 
in a new poster 
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by Bob Johnson is of ss. Normannia travelling 
up the Solent past the Fawley Oil Refinery 
showing the fiery reflections in the sky and 
water. The design uses an unusual view of 
a ship—just showing the midships section. 
The reproduction is in 12 colours chromo- 
litho by Chromoworks Limited. 


Progress with Kent Coast Electrification 
Scheme.—More than half the conductor 
rail and cable, 159 miles out of 268 miles, 
have been laid for phase 2 of British Railways, 
Southern Region, Kent Coast electrification 
scheme. The routes affected are Sevenoaks- 
Dover, via Tonbridge and Ashford; Dover- 
Ramsgate; Ashford—Ramsgate, via Canter- 
bury West; Maidstone East-Ashford; and 
Maidstone West—Paddock Wood. 


Demand for Advertising Space on L.T.E. 
Buses.—Heavy bookings of side positions 
on London Transport Executive red buses 
are reported by British Transport Advertising 
the Commercial Advertising Service of the 
British Transport Commission. Orders 
totalling over £35,000 for more than 1,700 of 
these spaces have been received from Myers 
rum, Rexco fuel, Gilbey’s gin, Swan Vestas 
matches, and Barker & Dobson’s sweets. 
Periods of display vary from three months 
to more than a year, beginning in the sum- 
mer and autumn. Side positions on Scot- 
tish and Provincial buses are also in demand 
and contracts for these valued at £9,000 have 
just been received by British Transport 
Advertising. Gaymel Paints, Hammonds 
United Breweries, and Zetters football pools 
are among the advertisers. 


N.E. Region Photographers’ Excursion.— 
Amateur photographers will be encouraged 
to carry their cameras by rail on June 19, 
when a special day excursion will be run from 
Leeds, British Railways, North Eastern 
Region, to Chester. Although mainly for 
the benefit of enthusiastic photographers, 
families and friends may accompany them. 
A photographic competition has been organ- 
ised in connection with the excursion, and the 
local photographic dealers’ associations are 
co-operating. Prizes will be awarded for the 
best black and white photograph taken at 
Chester Zoo, the best colour transparency, 
the best family photograph and the best 
black and white enlargement. Leaving 
Leeds City at 9.40 a.m., the excursion will 
call at Morley Low, Batley, Dewsbury, 
Wellington Road, Mirfield, Bradford Ex- 
change, Halifax Town, Brighouse and Hud- 
dersfield and arrive Chester at 12.30 p.m. 
The return train will leave at 6.55 p.m. 


** Midland Pullman ”’ Service—The London 
Midland Region, British Railways, has 
announced that bookings have been opened 
for the new “ Midland Pullman” services 
between Manchester and London and 
London and Leicester which commence on 
July 4. The train will leave Manchester 
Central five days a week at 8.50 a.m., will 
pick up passengers at Cheadle Heath at 
9.4 a.m. and complete the 189-mile journey 
to St. Pancras in 3 hr. 13 min., arriving at 
12.3 p.m. In the reverse direction the service 
will leave London, St. Pancras at 6.10 p.m. 
set down passengers at Cheadle Heath at 
9.7 p.m. and arrive at Manchester Central 
at 9.21 p.m., an overall journey time © 
3 hr. 11 min. These runs are the fastest yet 
scheduled by this route between Manchester 
and London. The previous quickest journey 
was 3 hr. 35 min., before the war of 1914-18. 
Between London and Leicester the trait 
will leave St. Pancras at 12.45 p.m., arrive 
Leicester London Road 2.10 p.m., depart 
Leicester 2.33 p.m. and arrive at St. Pancras 
at 4 p.m. All seats are reservable on both 
services, and the Pullman supplements will 
be, £1 between Manchester and London and 
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10s. between Leicester and London. Full 
Pullman service will be available in the train 
at all times. 


Salvador Railway Company Results.—The 
group net profit of the Salvador Railway 
Company for the year ended June 30, 1959, 
amounted to £18,739 compared with a loss 
of £5,530 in the previous year. This amount 
is being put towards the repayment of emer- 
gency loans raised in El Salvador in 1957. 
The fixed assets amount to £520,464 
(£1,606,608), current assets £195,149 
(£186,507) and liabilities £116,963 (£213,978). 


Manchester London Road Station Recon- 
struction.—The reconstruction of Manchester 
London Road Station, British Railways, Lon- 
don Midland Region, will continue through- 
out the summer and from the commencement 
f summer train services on June 13 most 
of the additional long-distance trains which 
normally run to and from London Road 
during the period of the summer time- 
table are being diverted to Victoria, Exchange, 
Central or Mayfield. All the Manchester 
expresses from Euston use Manchester 
Victoria both for arrival and departure, 
with the exception of the ‘ Mancunian” 

from Manchester which departs from 
Exchange Station, the 10 a.m. which leaves 
from London Road, and the 11.30 a.m. 
from Euston which arrives at Mayfield. 
During the summer months platforms in the 
of London Road Station will be 


centre 
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rebuilt and lengthened and when completed 
there will be six platforms where there used 
to be four. A new footbridge is being built 
over these platforms at the south end of the 
station and the new concourse with its glass 
roof will be completed. New ticket barriers 
will be installed and lighting improved 
throughout the station area. 


Railway Correspondence & Travel Society 
** Dukeries’’ Rail Tour.—On Sunday, 
July 24, the Railway Correspondence & 
Travel Society’s special train, with cafeteria 
car facilities, will tour many interesting and 
historic closed lines. Leaving Sheffield 
Victoria at 10.35 a.m., the route will be via 
Beighton G.C., Beighton Junction, Clapwell, 
Clowne & Bareborough and Mansfield, to 
Lincoln St. Marks and Lincoln Central. 
The return journey is over the Lancashire 
Derbyshire & East Coast Railway route, 
including the Great Central Welbeck Colliery 
line, and the Sheffield District Railway to 
Sheffield Midland, arriving at 5.31 p.m. 
Tickets and itineraries, and further infor- 
mation can be obtained from Mr. H. C. 
Wilkinson, 44, Oakhill Road, Sheffield, 7, 
but all applications must be accompanied 
by a stamped addressed foolscap envelope. 


Landlord’s Complaint of Railway Offices as 
** Slum.”’—Mr. Bernard Myers, Chairman 
of the Rodwell Group of Companies, which 
has let a building in Queen Street, London, 
E.C.4, used by the British Transport Com- 








Opening of Mwanza South Port 
(See reference on page 708) 
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popseni 1 to Sir Richard Turnbull, the Governor of Tanganyika, by Sir James 
Farquharson, General Manager, E. A. R. & H., at the official opening of the port 


T. Henfrey, Chief Engineer, East African Railways & Harbours, being 


mission as the offices of the South Eastern 
Division of British Railways, Southern Reg- 
ion, stated recently that the offices had been 
turned into “something approaching a 
slum.” His company, he added, had planned 
the offices to provide 75 sq. ft. per person, 
but the Commission had erected partitions 
and staff in the building had about half that 
area. The B.T.C. has pointed out that 
the building was taken over because ac- 
commodation was needed desperately, large- 
ly because of wartime damage which for 
years the railways were not allowed to make 
good. The area per person was about 50 
sq. ft. The building was not suitable 
in certain respects, but staff had not 
complained. 


L.T.E. Aluminium District Line Car to be 
Exhibited at Strasbourg.—One of the Lon- 
don Transport Executive aluminium District 
Line cars is to be shown at the international 
exhibition of aluminium in railway rolling 
stock in Strasbourg from June 20 to June 26. 
This is the first time that a London Under- 
ground car has been sent to an exhibition 
abroad, and the car, together with a number 
of British Railways vehicles, crossed to the 
Continent on the Dover-Dunkirk train ferry 
last week. The car, No. 23584, is one of 13 
non-driving motor cars of “R.59” stock 
built by the Metropolitan-Cammell Carriage 
& Wagon Co. Ltd., and placed in service on 
the District Line in the latter half of 1959. 
It has a body structure of aluminium alloy, 
the exterior of which is unpainted, except for 
a red waistband. Compared with a similar 
steel-bodied car, there is a saving in weight 
of 6 tons 11 cwt., of which 5 tons 18 cwt. is 
saved in the body structure itself and the 
remaining 13 cwt. by brake, door, and 
electrical equipment. 


Tour of Mineral Branches by Special Train.— 
A special train, the “ Leicestershire 
Woldsman,” will be run on June 19 to cover 
some of the ironstone branches in the 
Leicestershire and Rutlandshire area. Start- 
ing from Leicester London Road at 10.50 a.m. 
the train will connect at Kettering with the 
9.30 and 10 a.m. from St. Pancras, and will 
then tour the branches from Ashwell to 
Cottesmore, and from Holwell Sidings to 
Waltham-on-the-Wold and Eaton Quarries. 
It will then run via Grantham to the steeply- 
graded High Dyke to Stainby branch, and 
return to Leicester, Belgrave Road (due 
8.5 p.m.) via Newark, Cotham and Melton 
Mowbray North. Good connections will be 
available from and to London and most 
towns in the Midlands and North, and the 
fare is 32s. 6d. A special excursion fare of 
17s. 6d. will also be available on the 9.30 a.m. 
excursion train from St. Pancras, returning on 
the 7.46 off Melton. Tickets and full details 
may be obtained from Rail Tour Bookings, 
Railway Enthusiasts’ Club, Farnborough, 
Hants. 


New Express Goods Service from Essex to 
the North.—The “Essex Enterprise” a 
new express goods train, started running on 
June 13. Diesel-hauled, the train runs every 
weekday from the Essex area, giving deliveries 
next morning in the Midlands and Northern 
England, and arrivals in Edinburgh and 
Glasgow about noon on the day following 
despatch. Door-to-door deliveries in road- 
rail containers, weighing from one to four 
tons, are a special feature. Forty-five 
loaded wagons holding up to 500 tons of 
freight are moved at high speeds.. Leaving 
Chelmsford in the early afternoon, the train 
serves Braintree, Witham, Maldon East, 
Colchester, St. Botolph’s, and Ipswich, 
before leaving for the Midlands and the 
North just after 4 p.m. Deliveries are given 
next morning in Birmingham, Bradford, 
Burton-on-Trent, Chesterfield, Coventry, 





Darlington, Derby, Doncaster, Grimsby, 
Hull, Leeds, Leicester, Liverpool, Man- 
chester, Newark, Newcastle, Northampton, 
Nottingham, Sheffield, York, West Hartle- 
pool and other large centres. Edinburgh 
and Glasgow are reached at about midday. 
Deliveries to the other large Scottish towns 
are made either in the afternoon following 
the day of despatch, or on the second 
morning. Specially planned road collection 
and delivery arrangements have been 
arranged. Special equipment is available 
so that loads of exceptional size and weight 
can be handled. A similar freight express 
service, the ** Lee Valley Enterprise,” which 
started last November is most successful. 


Wagon Repairs Limited Change of Address.— 
The new address of the head office of Wagon 
Repairs Limited is Imperial House, Bourne- 
ville Lane, Birmingham, 30 (P.O. Box 319), 
tel. Priory 5151. 


British Wagon Co. Ltd. Preston Branch.— 
The British Wagon Co. Ltd. is to open a 
new branch on June 20 at 19, Winckley 
Square, Preston, tel. Preston 84628-9. The 
manager of the new branch will be Mr. F. 
Cheetham. 


G. D. Peters & Co. Ltd., Results.—A final 
dividend, less income tax, of 5 per cent is 
recommended by the directors of G. D. Peters 
& Co. Ltd. The plant and equipment installed 
for the specific purpose of manufacturing 
vacuum cylinders for the continuous braking 
programme of the British Transport Com- 
mission lay mainly idle and unproductive 
during 1959. 


Jonas Weodhead & Sons Ltd.—The group 
profits of Jonas Woodhead & Sons Ltd. 
for the six months ended March 31, 1960, 
amounted to £135,686 compared with 
£133,220 for the previous full year. Taxa- 
tion amounts to £59,800 (£54,400) leaving a 
net profit of £75,886 against £78,820. A 
dividend of 74 per cent has been announced 
for the period against a 10 per cent total for 
the previous year. 


Alfred Bullows & Sons Ltd. Australian 
Subsidiary.—Alfred Bullows & Sons Ltd., 
Long Street, Walsall, has announced that it 
has established a subsidiary company in 
Australia, known as Alfred Bullows & Sons 
(Aust.) Pty. Ltd., Ethel Avenue, Brookvale, 
Sydney, N.S.W. This subsidiary company 
is able to offer the full range of Bullows 
equipment including Hydrovane air com- 
pressors, spray guns, spray painting equip- 
ment, and the latest development, the 
Nopump spray booth. The company is 
under the management of Mr. W. J. Proffitt. 


Thos. W. Ward Limited at International 
Machine Tool Exhibition.—The exhibits of 
Thos. W. Ward Limited and subsidiaries at 
the International Machine Tool Exhibition 
at Olympia, London, on June 25-July 8, 
will include a Lazatti horizontal boring 
machine of new design with 34-in. spindle 
and facing head and a special supplementary 
guide incorporated in the saddle. Two 
additions to the Town range of drilling 
machines will be shown for the first time; 
these are a 4-ft. radial machine and a 5-ft. 
portable universal radial machine. A new 
Woodhouse & Mitchell 74-in. centres high- 
speed tool-room lathe will also be included. 


Electric Trains for Dover via Ashford Line. 

Underframes are now being constructed at 
Eastleigh Works for some of the electric 
trains which go into service on the 
Folkestone and Dover via Ashford line of 
the Southern Region, British Railways, in 
1962. The sets will resemble those introduced 
on the Kent Coast line last summer, but 
with one Or two improvements. There will 
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be two types of stock, one mainly for the 
intermediate stopping trains, which will have 
maximum seating for reasonable comfort, 
and the other for expresses, in which some 
seating is being sacrificed to provide more 
comfortable accommodation and buffets. 
Half the vehicles will be open saloons, 
with centre gangways, and the other half 
compartment stock. 


Increased Goods Traffic in Eastern Region.— 
In the first 21 weeks of this year a 
total of 18,894,700 tons of freight was 
carried by British Railways, Eastern Region 
—1,904,300 tons more than for the same 
period of 1959, or an increase of 11°2 per cent. 


Canadian Pacftic Railway Company Dividend. 
—The Canadian Pacific Railway Company 
has announced that a dividend of 75 cents 
per share on the ordinary capital stock has 
been declared in respect of the year 1960 
payable in Canadian funds on August 1, 
1960, to shareholders of record at 3.30 p.m. 
on June 24, 1960. A dividend of 2 per cent 
on the preference stock has also been 
declared. 


Improvements to Grain Handling Plant at 
Hull Docks.—Improvements are to be made 
to the grain handling facilities at King 
George Dock, Hull. British Transport 
Docks has placed an order with Simon 
Handling Engineers Limited, of Stockport, 
for the supply and erection of additional 
road vehicle loading plant and extensions 
to the conveyors at the grain silo at the dock. 
The capacity of three conveyors is to be 
raised from 120 to 200 tons an hr. The 
work is a part of the recently-announced im- 
provement scheme for the King George Dock. 


First Electrical Fair Deferred.—The first 
Electrical Fair scheduled to be held from 
September 23 to October 1, 1960, at 
Alexandra Palace, has been deferred; the 
majority of exhibitors having indicated that 
they prefer a venue in central London. The 
organisers hope to make a further announce- 
ment in the near future. 








Railway Stock Market 


Stock markets had a cheerful 
because sentiment has been under the 
influence of the many company results 
showing higher profits and dividends, though 


trend 


demand was selective. Despite the higher 
share prices, an undertone of caution 
persisted because of continued talk that 
sooner or later an increase in the credit 
squeeze or a higher bank rate may become 
necessary in order to check inflation dangers 
and keep the £ strong. 

There were again only small movements 
among foreign rails. Costa Rica ordinary 
stock was 364, compared with 37, Chilean 
Northern first debentures were again 594, 
while Paraguay Central prior debentures 
were 154 and Guayaquil & Quito assented 
bonds 76. 

International of Central America common 
shares were $25, compared with $24 a week 
ago, while the preferred strengthened from 
$111 to $1124. Brazil Railway bonds eased 
from 6} to 6, Sao Paulo Railway 3s. units 
were again Is. 3d. and United of Havana 
second income stock kept at 6. Mexican 
Central “A” bearer debentures were 594. 

Antofagasta ordinary stock was steadier, 
and at 124 was the same as a week ago, as 
was the preference stock at 284, while the 
5 per cent (Bolivia) debentures were un- 
changed at 1074 and the 4 per cent perpetual 
debentures 454. 

Canadian Pacifics moved up from $454 
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a week ago to $46}, but the 4 per cent 
preference stock eased to 584 and the 4 per 
cent debentures to 62} xd. White Pass shares. 
were $124. 

Midland Railway of Western Australia 
ordinary stock has changed hands at 7, 
while the income debenture stock was 254 
and the first debentures 724. Barsi ordinary 
stock was quoted at 18 and West of India 
Portuguese stock 111. Nyasaland Railways 
shares remained at 10s. and the 34 per cent 
debentures at 484. 

Among shares of locomotive builders and 
engineers, Charles Roberts 5s. shares have 
eased from 13s. 3d. to 12s. 9d., but Beyer 
Peacock 5s. shares firmed up from 7s. 6d. 
to 7s. 104d. North British Locomotive 
were maintained at 9s. 3d., with Birmingham 
Wagon (32s. 44d.) also the same as a week 
ago. Gloucester Wagon 10s. shares have 
moved up from lls. 3d. to 12s. 6d. and 
Wagon Repairs 5s. shares from 12s. 9d. to 
13s. 3d. Westinghouse Brake at 49s. 104d. 
were virtually the same as a week ago and 
G. D. Peters were quoted at 19s. 44d. 

Elsewhere, Ruston & Hornsby have risen 
from 28s. to 30s. 3d. Guest Keen from 
88s. 3d. to 92s. 6d., while Clarke Chapman 
rallied from 48s. 9d. to 50s. and Babcock & 
Wilcox from 38s. 44d. to 39s. 44d. 

Vickers have risen from 32s. 104d. to 
34s. 6d. under the influence of the statements. 
at the annual meeting which were regarded 
as indicating reasonable prospects of the 
dividend being maintained at 10 per cent for 
the current year. 

Associated Electrical were 58s. compared 
with 56s. 6d. a week ago, General Electric 
kept at 39s. 9d. and English Electric rose 
from 40s. 9d. to 41s. 6d. Crompton Parkinson 
5s. shares were 13s.6d. Broom & Wade 5s. 
shares were 22s. 3d. Metal Industries 64s. 6d., 
Ransome & Marles 5s. shares 24s., and 
Pollard Bearing 4s. shares 39s. 9d. 

Dowty Group 10s. shares have advanced 
from 37s. 3d. to 41s. 6d. and Pressed Steel 5s. 
shares from 33s. 9d. to 34s. 9d. B.I.C. 
Cables were 51s. 9d. and, elsewhere, Johnson 
& Phillips rallied sharply to 21s. 3d. after the 
Chairman’s annual statement. 








Forthcoming Meetings 


June 27 (Mon.) to July 1 (Fri.).—Institution 
of Electrical Engineers. Summer 
meeting in Scotland. 

July 2 (Sat.).—Permanent Way Institution, 
London Section. Visit to Royal Albert 
Bridge, Plymouth. Joint visit with 
Exeter and West of England Section. 

July 3 (Sun.).—British Railways, Southern 
Region, Lecture & Debating Society. 
Visit to Eastleigh Carriage & W.zon 
Works. : 

July 9 (Sat.).—Permanent Way Institv ion, 
East Anglia Section. Visit to Port 
of London Authority. 

July 23 (Sat.).—Permanent Way Institr tion, 
London Section. Inspection of | T.E. 
new works between Harrow and ‘ick- 
mansworth. 








OFFICIAL NOTICES 


IRECTOR GENERAL, India Store Depa iment, 
Government Building, Bromyard enue, 
Acton, London, W.3, invites tenders for the su. ly of: 
Tender Ref. No. 18001/60/BMB/HAL 
“ Carriage Wheel Sets (5-ft. 6-in. gauge) ¢ mplete 
with Axle Boxes and cylindrical roller be«ings— 
Quantity 400 sets.” ~~ 
The tender forms with schedules and speci‘ «ations 
which are returnable on July 7, 1960, may be obtained 
from the. above office (Co-ordination Branch) 0" pay- 
ment of a!fee of 10s. (not refundable) for eac! tender. 
_japtcations for tender should specify th: above 
reference. 





